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VII. THE AMPHIBIOUS ASSAULT ON NORMANDY

By the first week in June 1944 Allied forces in the British Isles
had entered upon their final orientation for what has been termed his-
tory's greatest gamble, Two years of preparations, with the benefit
of experience gained principally in other theaters, had qualified the
attackers to test the defenses that the Nazis had erected around For-
tress Europa. The Germans were aware of the assembling of the largest
Allied force ever employed in an amphibious assault operation, a force
that required a fleet of 4,100 vessels of all ki.nds,l and yet in the
assault the Allies achieved a tactical surprise which, according to
General Eisenhower, was almost more than he had dared hope t'om'.2 He
explains the surprise as the result of the German belief that the un-
settled weather of the first part of June was unfavorable for launch-
ing the invasion at that time. Furthermore, German radar was rendered
ineffective by Alliad aircraft, and the Allies assaulted at low tide
and in daylight, following the period of a full moon, whereas the Ger-
mans had expected that the Allies would undertake their assault at high
tide and during the period of a waning moon. General Eisenhower also
relates that the Germans believed the approach to the beaches which the

Allies had selected was so strewn with reefs and subject to strong ocean

Omaha Beachhead, p. 2. Other naval and ammy studies give different
totals, as for example, the naval report, "Amphibious Operations, In-
vasion of Northern France,® speaks of 4,000 vessels and "thousands"
of smaller craft. The Report by the Supreme Commander to the Com-
bined Chiefs of Staff on the Operatioms in Europe of the Alljed Ex-
peditionary Force, page 52, states that “over 5,000 ships and craft
were employed in the actual assault." Because of its careful prepa-~
ration and the fact that it gives a specific total, the Omaha Beach-
head figure is used in the text above.

Report by the Supreme Commander, op.cit., p. 21,
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currents that it would be extremely difficult to approach the shore in
landing craft.

It is unnecessary to recount the story of the assault landings in I ]
detail, since they already have been ably and fully covered in a number
of studies. Because of its importance as the larger scale landing, the
Omaha Beach operation has been covered more adequately than that at
Utah Beach.3 Nevertheless, in view of the accounts available elsewhere »
and in the interest of conserving space » only certain highlights of the ’
assault operation will be touched upon here.

One of the most important contributions to the whole operation was
performed by the mine sweepers of the Western Naval Task Farce, which
made possible the passage of convoys to the assault beaches with only
comparatively few losses by,mines.l' The air cover provided by the 9th ' a
Air Force supported by British aircraft also was particularly effective |
in support of the landings. Not only had their reconnaissance work
prior to D-Day provided useful and accurate information for the landing
by the assault forces, but fallowing D-Day they provided effective pro-
tection to the U.S. assault forces were hampered on D-Day by the rela-
tively poor visibility, and so were unable to destroy the German de-
fenses along the Normandy coast, particularly those near Omaha Beach,

The weather had an additional adverse effect on the Allied landings in
that the waves in the transport area off the beaches averaged 3 to 4

feet high and breakers of similar height were hitting the beaches,

Another important element contributing to the success of U.S., land- ﬂ;

3 Quaha Beachhead; First U.S. Army, Report of Operations, 20 October
1943 to 1 August 1944; Report on Operation Neptune; and Report by the
Supreme Commander, op.cit., Pp. 19ff. ‘ Q

Omaha Beachhead, p. 38.
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ings was the work of the Army-Navy Special Engineer Task Force whose as-
signment was to clear the gaps through the obstacles which the Germans
had erected in great number on the beaches below the highwater mark.
These forces were given a half hour in which to clear gaps for the ap-
proach of the landing craft carrying the infantry assault forces
special forces were to have been supparted and their work supplemented
by the use of amphibious DD tanks, but the high waves and the effective-
ness of German defense batteries knocked out a large number of them as
they approached the shore. The main purpose of the tanks was to sup-
plement the fire power of the Naval guns and the bombings of Allied Air
Forces. It should be noted that they achieved a greater degree of suc-

cess on Utah Beach than they did at Omaha

The Assault at Beach

The assault waves of V Corps at Omaha Beach were made up of the
16th Regimental Combat Team of the 1st Infantry Division, the 116th
Regimental Combat Team of the 29th Division, and Ranger un.’n.ts.5 The
strength of the force is indicated by the fact that the 16th RCT, in-
cluding 3,502 troops attached only for movement to the beach, amounted
to 9,829 persomel, who were provided with 919 vehicles and 48 tanks.6
To handle this one unit required two transports, six ISTs, 53 ICTs and
5 ICI(L)s; small craft which would be launched from the larger ships
in the transport area, included 81 LCVPs, 18 LCAs (British), 13 other
landing craft and 64 Dukws,

The initial waves of the assault force touched shore at 0635.

5 FPirst U.S. Army, Report of Operations, op.cit., Book 1, p. 41l
6 Omaha Beachhead, p. 36.
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cording to a summary account in The First U.S. Army Report of Operations,

heavy seas, underwater obstacles, fully manned enemy defenses and loss
of supporting weapons by the sinking of landing craft made the outcome
of the assault very preca.rioua.7 The fully manned enemy defenses in-
cluded the presence of German divisions recently deployed along the
coast. Furthermore, the defense was strengthened by the fact that the
air bombing in this area had been largely ineffective and the naval
guns had been hampered by the configuration of ground which made ob-
servations difficult.®

Salt water and sand interfered with the operation of many weapons
of the two RCTs, and it was late in the day before the beaches could be
cleared sufficiently to protect wading troops from enemy fire from the
prepared positions., In consequence, the troops suffered severe casual-
ties and were handicapped by the loss of much equipment in landing.
The men had to swim or wade ashore, in many cases, and heavy weapons
had to be discarded. There was considerable delay in opening many
beach exits. Some sections of the assault convoys had landed at the
wrong places and, consequently, many of the beaches were congested,
furnishing good targets for enemy fire. Initially, the Engineers were
unable to clear sufficient gaps through the mine fields ashore and
heavy casualties were caused by mines. Snipers and machine gunners
seemed to concentrate on officers and leaders causing disproportionate
losses among these personnel. However, small groups united under

leadership of the remaining officers and certain enlisted men. Vhen

7 moia.
Report of the Supreme Allied Commander, op.cit., p. 22.
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the command groups came ashore, reorganization was effected and the
small groups consolidated and moved inland,

Reference to the loss of vehicles and equipment is explained in

the study Omaha Beachhead by the statement that if the halftracks, jeeps

and trucks survived the difficulties of getting close enough in to avoid
deep water, and of unloading safely under artillery fire, they found
themselves on the narrow strip of sand without any exits open through
the impassable channel embankments. Wherever the vehicles landed close
together, a few were sure to be immobilized by engine trouble and the
others were caught in a hopeless traffic jam. Enemy artillery and mor-
tars then had easy targets. The loss of equipment during the first
landings, affecting all types of material, presented difficulties for
maintaining scheduled beach operations. Engineer supplies necessary
for clearing the beaches were seriously reduced. Losses in radio equip-
ment were particularly heavy, and water damaged many sets that reached
the beach. Three-fourths of the 116th RCT's radios were destroyed or
rendered useless in the landing. This loss hampered control of the as-
sault infantry both on the beach and throughout the day.

However, during the course of D-Day the Engineers made steady prog-
ress in their vital task of clearing and organizing the beach for moving
inland, As the tide lowered, the remainder of the demolition teams went
to work again on the exposed obstacles, and they succeeded in completely
opening three gaps on which work had been undertaken in the morning,
made four new ones and widened some of the others. By evening, 13 gaps
were fully opened and marked, and an estimated 35 percent of the ob-
stacles on the beach had been cleared., By the latter part of the day,
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along the -beach flats, units of the Engineer Special Brigade Group were
making gaps in the embankment, clearing mine fields and doing what they
could to improve beach exits. More of their units and equipment were
getting ashore, although mislandings were still occurring. In the im-
pértant task of clearing away for vehicles to move inland, thus reliev-
ing congestion and permitting further landings, the fire of Navy de-
stroyers and the advance of infantry units cleared up immediate resis-
tance at one of the low points in the embankment, and these developments
proved decisive. Once it had became possible to move the vehicles on
to the beaches, however, it was found impossible to move them very far
inland because of continued enemy resistance in St. Lorient. For a
time all movement was stopped and vehicles were jammed bumper to bumper
all the way up the exit road. But by 1600 hours, the Engineers had
pushed a branch road south of the plarmed route toward the coastal
higli'ay.

In summarizing the difficulties and accomplishments at Omaha Beach
on D-Day, the study Omaha Beachhead states:’

"The assault on Omaha Beach had succeeded, but the going had
been harder than expected. Penetrations made in the morning by
relatively weak assault groups had lacked the force to carry far
inland. Delay in reducing the strongpoints at the draws had
slowed landings of reinforcements, artillery and supplies. Stub-
born enemy resistance, both at strongpoints and inland, had held
the acdvance to a strip of ground hardly more than a mile-and-a-
half deep in the Colleville area, and considerably less than that
west of St. Laurent. Barely large enough to be called a foothold,
this strip was well inside the planned beachhead maintenance area.
Behind U.S. forward positions, cut-off enemy groups were still re-
sisting. The whole landing area continued under enemy artillery
fire from inland.

"Infantry assault troops had been landed, despite all diffi-
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culties, on the scale intended; most of the elements of five regi-
ments -were ashore by dark. With respect to artillery, vehicles,
and supplies of all sorts, schedules were far behind. Little more
than 100 tons had been got ashore instead of the 2,400 tons planned
for D-Day. The ammunition supply situation was critical and would
have been even worse except for the fact that 90 of the 110 pre-
loaded dukws in Force 0" had made the shore successfully. Oaly
the first steps had been taken to organize the beach for handling
the expected volume of traffic, and it was obvious that further de-
lay in unlcadings would be inevitable,®
Estimates of losses on D-Day were based on fragmentary and incom-
plete returns. Casualties for the V Corps were said to have been in the
neighborhood of 3,000 killed, wounded and missing., The two assaulting
RCTs (16th and 116th) lost about 1,000 men each. Lgsses in material
were considerable, including 26 artillery pieces and over 50 tanks. The
4042nd Q.M. Truck Company got ashore with only 13 of its 35 trucks, but
this loss was said to have been much higher than the average for this
type of unit. The Navy estimated a loss of about 50 landing craft and

10
10 larger vessels, with a much larger number of all types damaged.

The Assault on Utah Beach

As previously mentioned, the sea-borne assault of the VII Corps
at Utah Beach was on a smaller scale and encountered less resistance
than that which landed at Omaha. However, the assault was supported by
the air drop of two U.S. airborne divisions in the area behind the beach-
heads These two divisions formed the American part of what General
Eisenhower has called the largest air drop of its kind ever attempted.n

Begimning at approximately 0200 hours on 6 June 1944, the air drop of
10

Not until nightfall of D-Day was there any enemy air activity near
Omaha Beach; then 22 enemy planes attacked ships off the beach with-
out causing any serious damage.

Report by the Supreme Commander, op.cit., pe 22, -
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all Allied troops employed 1,662 aircraft and 572 gliders of U.S. 9th
Troop Carrier Command, and 733 aircraft and 355 gliders of the 38th and
46th groups of the RAF. In their landings the two American airborne
divisions faced greater difficulties than their British counterparts,
owing to the clouds and the atmospheric conditions. The 10lst Airborne
Division, which was scheduled to land southeast of Ste. Mere-Eglise,
was dropped over a very large area and had difficulty in assembling for
action. This difficulty resulted from the fact that the Pathfinders
had failed to locate the exact area for the parachute troops, and the
inexperience of some of the pilots. Additional elements of the Divi-
sion which oould not be included in the initial air 1ift were brought
in by gliders on the evening of 6 June.

The 82nd Airborne Division scheduled to land west of the main road
between Carentan and Cherbourg also suffered a broad dispersion of the
units dropped. This dispersion is said to have been so great that as
late as the morning of 8 June the Division had only 2,200 men under
unified control. Nevertheless, the Division had received reinforce-
ments by air on the evening of 6 June, and had made contacts with pa-
trols from the 8th Infantry Regiment in the vicinity of Ste. Mere-Eglise.
The resupply of the two airborne divisions was effected through 24 re-
supply missions. Of the 800 aircraft carrying the two American divi-
sions, only 20 were lost, and of the 512 aircraft and the 510 gliders
dispatched in the reinforcement moves, only 8 were lost..:l2

The sea-borne assault at Utah Beach was begun by the lst and 2nd

Battalions of the 8th Regimental Combat Team landing at approximately
2 First U.S. Army, Report of Operations, op.cit., Book 1, pp. 44—46.
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0630 hours the other battalion of that re riz and the
other regimental cambat tean of the 4th Division.13 Tne initial landing
actually was made in aerror 1500 yards southeast of the prescribed beach.
It is stated that the lightness of the German resistance may be attrib-
uted to this accident. Then the battalion turned to flank the beach de-
fenses, it found the beach strongly defended at the location of the pre-
scribed landings. There was some delay in further landings due to beach-
ing difficulties, but combat echelons of all the infantry regiments and
divisional support, artillery and tank destroyers, and engineer battal-
ions were ashore by night.

The Naval Shore Fire Control parties landed with leading infantry
and artillery battalions. In spite of casualties, they maintained ex-
cellent communications until the need for Naval gunfire no longer
existed. Against indistinct small targets, these parties were able to
adjust the fire from the Naval ships offshore, and to shift the fire of
interchanged ships without loss of contact or accuracy. In addition,
at Utah Beach Naval gunfire support was given to the airborne divisions,
and for a time this was the only heavy fire support they had., Supple-
mented later by the work of the self-propelled artillery of the 9th Di-
vision, such Naval support proved particularly effective at Utah Beach.
The artillery had been landed with small losses, crossed the beach ob-
stacles without difficulty and delivered supporting fire as early as
H plus 90. During the most critical initial stages, this was the only
field artillery ashore. The VII Corps also received effective suppart

13 Ibid, p. 46. The main elements of the 90th and 9th Divisions were
to follow in order.
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fram the 9th Air Force which was unhampered by the poor visibility that
prevailed at Omaha Beach.

To the east the British Second Army landings had scored impressive
early successes,™” The British airborne wnits had seiszed the Orne
crossings north of Caen and a wide breakthrough was made in the coastal
defenses by the assault troops landed from the sea. Some elements of
the German Army held out tenaciously in some of the bypassed strong-
points. In the latter part of the afternoon a panszer division counter-
attacked in the Caen area, and after some initial success, was stopped
short of its main objective, that is capturing the towns of Caen and
Bayeux, The British Second Army nevertheless had pushed inland at scme
points as far as six miles by the end of D-Day, when four of its divi-

sions were in action.

The Course of the Fighting Through September

General Marshall has observed that by D plus two the Allied beach-
head was secure. The V Corps had made relatively slow advances at Omaha
Beach wntil D plus three, but thereafter it drove inland from 15 to 20
miles on a broad front. On 13 June it was ordered to hold its existing
positions. By that time junction had been firmly established with Al-
lied forces on both flanks. On D plus one the VII Corps advance at Utah
Beach had brought contact with the 10lst Airborne Division and on the
following day contact was established with the 82nd Airborne Division.l5

During the ensuing period the VII Corps sought to obtain maneuver-

ing space in order to carry out its principal mission of capturing Cher-

14 opaha Beachhead, p. 111.
1
5 First U.S. Ammy, Report of Operations, Book 1, p. 52,
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bourg. In preparing,_i,gor this mission it was first necessary to cut off
the northern end of the Cherbourg Peninsula, and by 18 June this had
been successfully accomplished. On the following day the 4th Division,
operating under the VII Corps, occupied the greatly contested city of
Montebourg which the Germans had attempted to holé on the personal or-
ders of Hitler. General Eisenhower maintains that the effort to hold
Yontebourg was a major error of judgment, for its capture enabled the
U.S. forces to drive so rapidly towards Cherbourg that the Germuns did
not have time to organize the defenses of that city.16 In other words,
had the Germans withdrawn earlier they might have been able to héld out
at Cherbourg as they did subsequently at Brest.

On 22 July three divisions and a cavalry recomaissance squadron
began the coordinated advance on Cherbourg. By 26 June the Cherbourg
defense commander and the local admiral had surrendered, and on the
following day the German commander of the arsenal also surrendered.
Capitulation of the outlying harbor ports followed in rapid order, and
by 2 July the last remmants of the German forces in the Cherbourg area
o The First Army reports the campaign as com-
pleted, however, on 26 June.17 The capture of Cherbourg ended another
phase of the invasion, for according to Field Marshal Rommel s With
Cherbourg in Allied hands the elimination of the beachhead by the Ger-
mans was no longer possible. As will be discussed later, despite the
speedy Allied advance on the city, its capture had been delayed beyond

t!xf date initially pProjected, and the Germans had effected such thorough

;‘: Report by the Supreme Cormander, op.cit., p. 32.
First U.S. Army, Peport of Operations s Book 1, p. 69.
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destruction, that along with what was termed wanton destruction by the
American forces ,18 it was not until 16 July that the first Allied ship
could discharge its cargo at Cherbourg.

Meanwhile, the First U.S. Army had resumed activities in the direc~
tion .of St. Lo and on 18 July that city fell into Allied hands. General
Eisenhower's plan of the campaign was then to imaugurate a double at-
tack, by the British in the Caen area and by the First Army in the St.
Lo area, to break out of the limited area in which the Allied forces
were confined, Execution of this plan was delayed from 19 to 25 July
because bad weather prevented the necessary air force bambings which
were to precede the attack. On the latter date, however, the First U.S.
Army, preceded by heavily concentrated bambing, launched its assault,
which on 27 July achieved the famous breakthrough below St. Lo and
started the chase of the German Army which was not halted until the Al-
lies reached the border of Germany itself.

Nevertheless, thres important developments should be noted. First
was the activation on 1 August of the Third U.S. Army on the Continent,
and the change in its assigmnment from the capture of Brittany, and par-
ticularly the Brittany ports, to an operation that endeavored to destroy
the German 7th Army opposing the U.S. forces at the base of the Normandy
Peninsula. Second was the German counterattack at Avranches which was
intended to split the First and Third U.S. Armies by a drive to the sea
at the base of the Normandy Peninsula., This counterattack was success-

fully resisted, and there then began the famous Battle of the Falaise
18 ..,

History of the T.C. in the ETO, Vol. IV, Section II, Chapter on
Cherbourg, p. 2.
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Pocket was the diversion of the Third Army from the contemplated con-
quest of Brittany noted above, leaving the capture of the Brittany ports
largely to French forces. In other words, General Eisenhower clearly
modified the plan for the early capture and development of the Brittany
ports in an effort to destroy the German forces west of the Seine

This action nullified all of the pre~D-Day plans which had envisaged
U.S. development of the Brittany ports as bases for supplying a steady
advance of Allied forces eastward toward Germany,

The race of the Third Army across France below Paris is a well
known development. Simultaneously, the First Army with assistance from
French forces, insured the fall of Paris on 25 August » 40 days before
its expected capture, and then the Army turned northeastward for a rapid
drive to the German border. The speed of the advance of these two Ar-
mies imposed extensive supply and transportation problems, problems
which were met in part by large air drops and the establishment of the
Red Ball Highway Express route. It is unnecessary to enter early into
& discussion of the extent to which a lack of available sapplies halted
the American armies, but it has been recorded that om 25 September Gen-
eral Patton was ordered to halt his assault on Metz » which he believed
within his grasp, because of a shortage of further supplies of gasoline
and ammnition.l? In part, this order resulted from Gemeral Eisenhower's
decision to concentrate on supporting the Allied Armies in a northward
drive, that is toward the Cologne plain and the lower crossings of the
Rhine, because he believed that these would affard the most advantageous

19 Article by Col. R.S. Allen, Washington Post, 29 Dec. 1945.
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route for a thrust into the heart of Germany.zo

The outstanding success of the two American armies was in a large
part paralleled by the almost simultaneous advance of the British and
Canadian forces along the channel coast. Rouen was captured on 1 Sep-
tember, Le Havre on 12 September and Antwerp on 4 September. These
ports, located in the area assigned to the British, and captured by the
British and Canadian forces, were later to be turned over wholly, or as
in the case of Antwerp, in part for U.S. operation, as é substitute for
contemplated operation of the Brittany ports,

It should be observed that the capture of Antwerp on 4 September
with the city's port facilities relatively intact, could not be ex-
ploited immediately for the discharge of reinforcements, again because
of General Eisenhower's decision to use all available Allied forces for
the drive toward the Cologne plain, Consequently, the mouth of the
river leading to Antwerp remained in German hands for nearly another
two months, and it was not until 26 November that the first U,S. cargo
ship could be brought in for discharge at the port. In sum, the latter
part of September became a static period for U.S. Armies, and therefore
it is possible to turn to a study of transportation and supply organiza~-
tions that initially supported the cambat forces,

Early Supply and Transportation Organizations on the Continent

For approximately the first two months of the campaign, the First

U.S. Army retained control of all U.S. supply and transportation opera-

tions on the Continent. In the combat zone this control was exercised
20

Criticism of General Eisenhower's decision is given in Ralph Inger-
soll's Top Secret.
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through the Army's general and special staff agencies. Then as the
fighting pushed inlend from the coast, the army established and pro-
gressively moved forward & rear boundary line, releasing supervision of
the rear area to the Army-attached Advance Section. On 1 August, how=
ever, Advance Section (ADSEC) was divorced from First Army jurisdiction
and came under the control of Headguarters, (Comzone, which at that time
became operative on the Continent. Thereafter, ADSEC functioned as a
base section, always in the arez jmmediately behind the First and Third
Armies, which were administered by the 12th Army Group, later redesig-
pated the Middle Group of Armies.

Ls ADSEC, Comzone, moved forward, other base sections were formed
under Comzone to take over jurisdiction of the territory released in the
rear areas. Each of these base sections, including ADSEC, contained
transportation staffs, formed of T.C. personnel. Furthermore, during
August, the Office of the Chief of Transportation began to function on
the Continent in the same position that it had held in the UK., namely
as a special staff unit of Comzone headquarters. It should be observed,
however, that from shortly after D-Day until they returned to ocoT Aead—
quarters in August, personnel and divisions of the 0COT had been sta-
tioned on the Continent and had engaged either in preparing for future
T,C, operations, or actually operating as a part of the Transportation
..... . 21 This was particularly true of the Marine Operations
Division and the Movemente Division, OCOT, Comzone.

The first contingent of the 50 of ficers and 80 enlisted men of the
Transportation Section, ADSEC, reached the beaches on D plus three, and

21
History of the T.C. in the ETO, Vol. IV, Section I, pp. iffe.
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with other elements of ADSEC planned to carry out the initially assigned
functions of operating the minor Normandy ports and C(herbourg; clearing
supplies from the ports to Comzone depots and units; establishing traf-
fic control in the major port area; transporting POL products to the
First Army; transporting part of the First Army maintenance tonnage to
Army maintenance areas; and preparing for the establishment of Camzone
opera.’r,ions.22 But during the hectic period of initial beach discharge
operations, the Amphibious Section, First Army, which supervised the ef-
forts of the Provisional Engineer Special Brigade Group at Omaha Beach
and the lst Engineer Special Brigade at Utah Beach, required assistance
in establishing a more orderly flow of supplies to and across the beaches.
As a result, the advance contingent of Transportation Section, ADSEC
immediately prepared a study and submitted it to First Army headquarters,
showing what supplies were available on the beaches, as well as in the
ships offsht.rvre.23 The study revealed that in some instances vital e-
quipment had been left in offshore vessels, while less needed supplies
were being unloaded. Remedies were found by having the Transportation
Section, ADSEC, maintain a daily record of cargo discharge and expected
cargo arrivals, and establishing a joint First Army-ADSEC unit called
Water Transportation Control (WATCO). The unit was intended to provide
close coordination in the transportation of supplies from the ports in

England to the supply dumps of the First Amy.zl’ It was placed under

22 History of the Transportation Section, ADSEC, canzcne » ETOUSA, from
Activation to 30 Sept. 1944, pe 6.

23 The contingent established offices at First Army headquarters at
Omaha Beach. ST

24 fThe unit was headed by Brig.Gen. D.G. Shingler, C.G., Amphibious Sec-
tion, who previously had supervised port operations and later Motor
Transport Service operations in the Persian Gulf Command.
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the control of the Amphibiocus Section, First irmy, and was staffed
principally by personnel from the Transportation Section, ADSEC. WATCO
carried on its important activities until it was abolished late in June.
On 18 June control of the Engineer Special Brigades at the beaches
was assigned to ADSEC, and a little over a week later Beach Cammands
were established under ADSEC to replace the Provisional Engineer Special
Brigade Group and the 1lst Engineer Special Brigade. Within a short time,
the remainder of ADSEC persomel had arrived on the Continent, the small
ports of Isigny and Grandcamp had been opened and preparations were un-
derway for opening the port of Cherbourg. On 10 July First Army estab-
lished its initial rear boundary, placing considerable territory under
ADSEC responsibility. During that month, the staff of Transportation
Section, ADSEC, also was enlarged by T.C. personnel from the Forward
Echelon, Comzone, and in fact was commanded for a time by Colonel D.W.
Traub, former Transportation Officer of Forward Echelon.2>
This occurred while a portion of the Marine Operations Divisiom,
0COT, and Movements Division, OCOT, were functioning as a part of the
Transportation Section, ADSEC. Initially, the activities of the person-
nel of these two units were among the most impartant performed by ADSEC,
but following the First Army breakthrough below St. Lo on 26 July, the
Motor Transport Brigade became the most important transportation unit
in ADSEC. Reserving a description of the activities of the Motor Trans-
port Brigade until later, it may be noted that during August the Marine

Operations Division, ADSEC, was absorbed partly in the Normandy Base

25 It will be recalled that Forward Echelon, Comzone, never operated
on the Continent because the First Army advanced so rapidly that
Canzone Headquarters took control of the rear area when First Army
released it.
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Section (which was established 13 August) and partly in the OCOT, Com-
zone,

The Movements Division, Transportation Section, ADSEC, however,
continued to play an important part throughout the period of the cam—
paign. From June 1944 omvard, the Highway Control Branch of the Move-
ments Division had been particularly active in routing road traffic and
coordinating moves at the beaches and along the highways to First aArmy
Gumps. Following 26 July the Movements Division was required to handle
an increasing amount of rail movements, as well as highway traffic.
Eventually, it was redesignated Operations Division and functioned
through Rail, Highway and Kovements Bram:hes.26

The buildup of units under the control of T.C., ADSEC, proceeded
rapidly during July, so that by the end of that month they numbered 230,
consisting of 3 mobile port headquarters; 16 port battalions; 68 port
companies; 2 amphibious battalions; 19 amphibious truck campanies; 6
railway units; 9 Q.M. truck groups; 90 Q.M. truck companies; 7 Engineer
units; and 10 miscellaneous units.27 Before turning to a description
of supply and transportation operations at the beaches and by T.C. or-

ganizations, however, it is necessary to describe one. other organization
26

Initial Rail Transportation Office activities of the Movements Divi-
sion commenced early in July, when an officer was assigned as RTO
at Isigny. By 28 July there were six RTO units in operation along
the rail network. On the same date there were six Traffic Control
Points manned by T.C. personnel.

History of the T.C. in the ETO, Vol. IV, Section on ADSEC, pp. 4-5.
The number of truck units noted above agrees with that found in the
History of the Transportation Section, ADSEC, but another section of
the History of the T.C. in the ETO, states that 148 truck companies
had arrived on the Continent, in addition to 26 Q.M. truck battalions.
Unfortunately, records available in the Historical Unit, OCT, ASF,

do not explain this discrepancy, although the matter is of consider-
able import in view of the great demand for trucks which developed
during the latter part of August. Ibid, Section III on Motor Trans-
port Brigade, p. 5.
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that served as an important link between the Comzone and the Amies.
This linking organization was the Regulating Station, not to be con-
fused with Traffic Regulating Stations.

Regulating Stations are described as traffic control agencies
whose purpose is to assure flexibility in the supply system by maintain-
ing regular, smooth movements of supplies and replacements to the com-
bat zone, and evacuation of casualties, prisoners and salvage fram the
cambat zone. Generally speaking; one Regulating Station was established
for each Army. The commander of a Station was called a Regulating Of-
ficer, and theoretically he served as the direct representative of the
theater commander, but developments in the European campaign placed
the three Regulating Officers serving each of the three Armies ulti-
mately established under the 12th Army Group, under the Commanding Gen-
eral, ADSEC.28 In fact, ADSEC itself served as a regulating agency, co-
ordinating the activities of the three Regulating Stations.

The first of the Regulating Stations to serve on the Continent was
the 25th, which was activated at Camp Plauche, New Orleans, on 25 Feb-
™uary 1944.29 Its authorized strength was 42 officers, 1 warrant offi-
cer and 144 enlisted men., It was then commanded by Lt. Colonel E.W.,
MNooring, T.C., and its persomnel received its basic training at Camp
Plauche. The War Department decided that the technical training of the
25th Regulating Station would not be undertaken in the Zone of Imterior,
and during June it was embarked for England, landing at Liverpool on

5 July 1944, A few weeks later the Station was moved to France, and
28

Historical Report, 25th Regulating Station, 5 Feb. 1944 to 12 May
1945, pe 24,

Ibid, p. 5.
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placed under the command of Colonel E.F. Cardwell by ADSEC headquarters

on 1l August.ao

According to the 25th Regulating Station historical report, in the
beginning of operations on the Continent, "no one had a clear concep-
tion of just what was expected of a regulating station, as units of this
type had not been used in any of the campaigns waged by the various
forces."3 1 By the middle of August, however, the 25th Regulating Sta-
tion began to assist ADSEC in regulating the flow of supplies to the
First Amy, and the Regulating Officer participated in the plans and
arrangements for the Red Ball Express route. Thereafter the Station
served, to coin a phrase, as the advance section of ADSEC, or as the
controlling agent for movements of supplies and personnel between ADSEC
territory and First Army territory. In short, it was a supply agent
and a traffic regulating agent between Comzone and combat zone bound-
arie§.32 It is now appropriate to turn to an account of supply and
transportation operations for the first four months of U.S. Armmy activ-

ities on the Continent.

30 Col., Cardwell was later succeeded by Lt.Col. C.H. Blumenfeld,

31 1hid, p. 7.

3 An account of the activities of the other Regulating Stations estab-
lished on the Continent has not come to the attention of the author

of this monograph.
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VIII. BUACH oD FORT DICCHARGE OPTRATIONS — CUERBOUE S

Due largely to the wreckage that had occurred on D-Dav, particu-
larly at Omsha Beach, and the continuance of high seas and enemy activi-
ties, the normal unloading of supplies did not begin at Onaha and Utah

.es urtil plus three. General Eisenhower notes that by D plus
‘ive the machinery of supply at the beaches was functioning satisfac-

ily, but that at that time discharge was 50 percent in arrears of
‘hat planned. On the other hand, consumption had been less than antici-
pated in certain categories of goods. There had been a heavy demand for
ammunition, so this class of supplies temporarily received top priority.
During the initial period, before it had been possible to store all dis-
charged cargo in dumps, some supplies were lost when the incoming tide
reached cargo hastily piled on the beaches. The reserve of gasoline
and rations which had been provided with the units landing contributed
toward tiding over the critical stages in these classes of supply.1

As previously noted, conditions were more favorable at Utah than
at Omaha Beach. Engineer companies with road building material and
equipment landed anly approximately two hours after the assault elements
of the V Corps on Utah Beach., During the ensuing hours Q.M. service
companies and Dukw campanies also were landed. Initially each battal-
ion beach group planned and developed its own sector of the beach. How-
ever, by noon the First Engineer Special Brigade Headquarters had landed,
and on the following morning it assumed active control of beach opera-
tions.2 Fortunately, all units of the Brigade were trained in mine de-

First U.S. Army, Report of Operations, op.cit., Book 1, pp. 55-56.

Report on Operation Neptune, Utah Beach, prepared by the First En-
gineer Special Brigade and covering the period 6 June-20 October 1944,
Pe be
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1srl at Omaha Beach, and the continuance of high seas and enenmy activi-
ties, the normal unloading of s lies did not begin at Omaha and Utah
hes until D ¢ us three.
of supplvy at the beacnes was functioning satisfac-
hat planned. On the other hand, consumption had been less than antici-

pated in certain categories of goods, There had been a heavy demand for
Puring the initial period, before it,had been possible to store all dis-

reached cargo hastily piled on the beaches. The reserve of gasoline
and rations which had been provided with the units landing contributed
toward tiding over the critical stages in these classes of supply.l

As previously noted, conditions were more favorable at Utah than
at Omaha Beach. Engineer companies with road building material and
equipment landed only approximately two hours after the assault elements
of the V Corps on Utah Beach. During the ensuing hours Q.M. service
companies and Dukw companies also were landed. Initially each battal-
jon beach group planned and developed its own sector of the beach., How-
ever, by noon the First Engineer Special Brigade Headquarters had landed,
and on the following morning it assumed active control of beach opera-
tiona.2 Fortunately, all units of the Brigade were trained in mine de-
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tection, a training that had not been provided to units of the 1llth
Port which operated at Omaha Beach

The first phase of supply delivery at Utah was accomplished by T.C.
port companies, discharging cargo from ships to Dukws, Naval landing
craft and barges, which transported supplies to the beach or a beach
transfer point. The Dukws, which the First Engineer Special Brigade re-
port referred to as worth their weight in gold, initially delivered sup-
plies directly from ships to shore dumps. When sufficient truck com-
panies became available, however, transfer points were established where
supplies were transferred from Dukws to trucks. There were considerable
delays in unloading landing craft because the Navy originally refused
to permit them to "dry out" on the beaches. This meant that at periods
of low tide, when the landing craft were temporarily withdrawn, their
discharge ceased. later, the Navy reversed its position and then dis-
charge could continue until the craft were emptied. At low water, par-
ticularly, trucks were able to receive cargo directly from landing craft.

The Naval Beach Battalions attached to the Engineer port regiments,
performed their tasks well, Vhen they were succeeded by the party
headed by the Naval Officer-in-Charge, however, temporarily a good deal
of confusion and misinformation resulted. It seems to have been almost
universally true at the beaches as well as at Cherbourg, that initially
communication from ship to shore was unsatisfactory, and operations at
Utah Beach were no exception. While LCTs and Rhino ferries were both
used with outstanding success in landing both vehicles and supplies, it
was not until some weeks after beach operations had begun that direct

radio conmunication was established from Naval headquarters ashore to
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each ICT, and the movement of these craft was satisfactorily controlled.

One of the protected landing areas, called a Gooseberry, estab-
lished at each of the five Allied assanlt beaches, and formed by sinking
a line of old Liberty ships offshore, was erected at Utah Beach, but it
was reported as having no effect in preventing beach swells. In fact,
the First Engineer Special Brigade reported that the Gooseberry was es-
sentially useless and did not justify the time, effort and materials put
on its cena‘t.ruction.3 Furthemore, it prevented full use of approxi-
mately 600 yards of beach.

Discharge records at Utah show that during the first month of op-
eration, that is from 6 June to 6 July, approximately 150,000 tons of
cargo were placed ashore.l' In addition, nearly 220,000 personnel were
landed, and approximately 34,000 vehicles crossed the beaches during the
same period. This favorable start, carried on in the face of a number of
difficulties, was only a preliminary to the peak monthly record estab-
lished during July, for during those 31 days 193,154 tons of cargo were
discharged over Utah Beach. During August the monthly tonnage fell
slightly to 187,955, and by the time the beach was closed out in Novem-
ber 1944, it was credited with a total discharge of 726,014 long tons
of ca.rgo.5 This was truly a remarkable record, made necessary as the
result of the failure to capture the Brittany ports as planned. Of
course, it did not equal the record established at Omaha Beach, where

original plans had called for larger discharges, and greater facilities

3 1iq, p. 11,
4 Ibid, Ammex 7, Chart 1.

5 T.C. Monthly Progress Report, prepared by the Statistics Branch, T.C.,
USFET, 31 July 1945, Table 8B.
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coul iv clear the enemy from the beach maintenance area.
Nevertheless, on D plus 2 and the following days, marking of beaches
and clearance of the tangle of wrecks of ships and battered vehicies
occupied the attention of the Brigade troops.

beach discharge almost immediately by wid the lanes that Naval

demolition units had blown through beach obstacles. Army and Naw

mines.

through the wreckage to permit incoming - -~ -

dmong lems encountered by the brigades,
however, was the unloading of ships and craft. On the decision of the
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their cargo according to a priority schadula  This met with strenuous
opposition from Navy perscnnel, who believed that ships should be
cleared of all their .cargo as rapidly as possible in order to permit
them L. .eave the beach area promptly.

Armyv, Naval units were said to have been successful

in securing removal of the requirements for priority unloading, and
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Operation Report Neptune, op.cit., p. 106,
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thereaftver the practice was abandoned.” The effort to acnieve priority
discharge had encountered the problem of an inadequate communication
system, making it difficult for the Brigade Group to receive information
on the arrival of ships and craft, and the cargo they carried. Ulti-
mately, a speedier means of relaying information about ships and craft
was devised by the Brigade Group, and this simplified the problem of
allocating ships to the Brigades for unloading.

Emergency dumps were opened at (Omaha Beach on D plus one, and were
used until the beach maintenance areas dumps were prepared six days la-
ter. Delays in preparation of the theater dumps was due to the neces-
sity for clearing mines and eliminating sniper fire. Another signifi-
cant development during the early period at Omaha Beach was the estab-
lishment of a landing strip for aireraft by D plus two. Transport
planes used this strip during daylight hours and trips from English
bases to the Continent were made almost without opposition, thanks to
American mastery of the air, This landing strip made it possible to be-
gin air evacuation of the wounded on D plus four instead of on D plus
14 as scheduled. During the period from D-Day to D plus 21 it was esti-
mated that 6,677 casualties were evacuated to England, 2,124 from Omaha
and 3,853 from Ui;ah.8 These figures include casualties evacuated by air-
craft, as well as those evacuated to LSTs.9

Other early operations at Omaha Beach included the establishment of

7 Amphibious Operations, Invasion of Northern France, Western Task
Force, Chap. V, p. 13,

8 The 82nd and 10lst Airborne Divisions also were entirely evacuated to
the United Kingdom during June. History of the Transportation Sec—
tion, Advance Section, Communications Zone, ETOUSA, From Activation
to 30 Sept. 1944, p. 16.

First U.S. Army, Report of Operations, op.cit., p. 56,
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Gooseberr anchorag and kKulbe harbor, and th
two small ports of Grandcamp and Isigny. Since this harbor na
ports were operated by the 11th Port, an account of activities t
will be postponed until the following section. Meanwhile, it
noted that on 18 June the Brigade Group troops becam attached to t
advance Secti Camcor , then operating under First army centrol.
Jo June D plus 2 the Brigade iroup mission was declared .ccomplished
and the Group headquarters was deactivated. In its place Headquarters,
Omaha Beach Command, was established, using most of the same units that
had operated under the Group.

As at Utah Beach discharge of personnel, cargo and vehicles con-

tinued until Ncvember when the port of Antwerp was opened. Hecords show

that on D plus two, 1,429 long tons of cargo were discharged at Omaha
Beach. A week later this had been increased to 9,008 long tons per day.
During the entire month of June, that is from D-Day onward, there were
182,199 long tons of cargo discharged at Omaha. In the following month
this figure was nearly doubled, to establish the peak monthly discharge

record at Omaha (356,219 long tons of cargo). The discharge fo~ the fol-

lowing month was nearly as large as that for July, but thereafter it
fell off sharply. By November, when the beaches were closed out, the
accumlative total for discharge at- Omaha amounted to 1,264,999 long

tons of cargo.

Eleventh Port Operations at the Beachhead

The 11th Port, which formed one of the three component units op-

10 T.C. Monthly Progress Report, USFET, 31 July 1945, Table 8B.
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erating under the Engineer Special Brigade Group (Provisional), landed
its advanced detachment at Omaha on D plus 2 (according to some reports
tais did not occur until D plus 3). The remainder of the Headquarters
was moved to the beaches in five increments between 9 and 22 June, dur-
ing which time various attached units, principally truck companies and
port battalions, also arrived. On D plus 3 elements of the llth Port
assisted the 6th Engineer Special Brigade in clearing away wreckage of
landing craft and vehicles and on 11 June it was assigned to operate a
portion of the beach and began unloading its first veasel.n

During ensuing unloading operations 1llth Port officers were pressed
into service from all divisions of the Port to take charge of unloading
shipse They carried on this work for some weeks while a new SOP was
established to meet the special needs of their new assignment. Among
the handicaps which 11th Port officers faced was the failure of the
first port companies, scheduled for arrival on D plus 10, to arrive un-
til D plus 17. Consequently, it was necessary to employ persomnel from
Q.M. service battalions which had had no previous experience in discharg-
ing ships' cargo. Furthermore, the gear on many of the British coasters
was in bad condition, and much damage to cargo resulted from faulty
winch brakes. Some vessels did not have adequate gear for handling
heavy lifts. According to the theater T.C. historian, the Liberty ships
which arrived from the U.S. had no equipment whatever for the removal
of deckloaded vehicles, and there was a general shortage of line for

bringing craft alongside the shj.ps.12
il

History of the T.C. in the ETO, Vol. IV s Section II, Chapter on
11th Port.

Tbid, p. 1.
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The difficulty of proper communication facilities also handicapped
the 11th Port, and on several occasions, lacking adequate informationm,
officers ordered Dukws and landing craft to go out and find any ship at
all which was standing by close enough to be worked. The operation of
ferry (landing) craft was made more difficult by lack of cooperation be-
tween Army and Navy crews which controlled them. Not until the second
week of July was this situation definitely improved through the assign-
ment of more craft and their allocation to definite operations well
ahead of the time when they would be required.

The first of the three Dukw companies which had been attached to
the 11th Port, as distinct fram those which were assigned to other units
under the Brigade Group, arrived on D plus 10. These companies were
among those which had had very little previous training in the opera-
tion of their assigned vehicles. In some cases the drivers were barely
able to keep their craft afloat, Dukw company units experienced great
difficulty in locating ships at night, even when they had made previous
trips to them in daylight hours. Several Dukws were sunk by striking
submerged objects or through the explosion of mines.

Failure to receive cargo handling gear according to plan proved
particularly embarrassing to efficient 1lth Port discharge operations.
Large quantities of this material did not arrive at the time or place
scheduled. In fact only about 10 percent came in over Omaha Beach.
Such items as tractors, mobile cranes, 280 warehouse trailers, pallets,
ropes, slings and shackles were erroneously dispatched to the First
Army Q.M. or Engineer dumps, either in the Omaha or Utah Beach areas.

To add to these handicaps, there was a failure of the TAT (to accompany
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troops) equipment to accampany the units attached to the 1llth Port. It
should be added, however, that most of this equipment was finally re-
covered to the benefit of efficient beach operationms.

During initial operations, it became necessary to divide beach exit
areas between the 6th Engineer Special Brigade trucks and 11th Port
trucks, in order to prevent delays in the movement of traffic. Further-
more, when the 1lth Port took over from the 6th Engineer Special Brigade
a transfer point where Dukw cargo was shifted to trucks, a traffic cir-
cuit had to be established to avoid a growing bottleneck. Truck drivers
were handicapped by the difficulty of driving along narrow roads under
blackout conditions, and initially they also lacked signs directing mo-
tor traffic to dump areas. Dumps faced a shortage of persomnel and a
lack of sufficient dump equipment, such as cranes and roller conveyors,
thus delaying the rapid turnaround of trucks. Many of these conditions
were improved as rapidly as possible. For example, six cranes were ob-—
tained for use at the transfer point, and efforts were put forth to ob-
tain forklift trucks to handle skid loads. Additional accommodations
were provided for Dukws and trucks, and a central control tower was
erected from which operations could be directed by anamplification system.

Thile these operations were in progress, work on establishing the
Gooseberries and the Mulberry was progressing, though somewhat behind
schedule., By D plus 2 ships had been smk to form a permanent break-
water and the Phoenixes had been filled and sunk, and 12 floating bom-
bardons breakwaters had been sited. The center span of the steel bridge
reaching from the shore to the Loebnitz pierhead was then put in place
and by 17 June it was possible to begin unloading the 1STs at the pier-
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head. It should be observed, however, that towing the cumbersame cais-
sons and sections of piers and pierheads had been considerably hampered
by the continued f)&d weather, and nearly one-third of the floating pier
units was lost through this cause while intransit from Eh'nglamd.]'3

i‘he installation of the Mulberry furnished two square miles of
protected water. Use of the pierheads which was designed to discharge
several LSTs and two coasters simultaneously permitted the prompt turn-

around of LSTs, because they were no longer required to "dry out® on the

 beach. By D plus 13 (19 June) the Mulberry projects at Omaha and at the

British beach were about 90 percent campleted, supplementing the Goose~
berries which had been ?ompleted by D plus 10. In fact, by that date
all beachhead operations were in a well advanced state of organization,
8o that it was particularly unfortunate that a severe storm broke late
on 19 June. This storm lasted for three days and was so severe that
all unloading at the beaches was halted. % Before the storm ended there
was a huge jam of vessels, chiefly ISTs and LBVs s that had helped to
smash the Mulberry at Omaha Beach. This Mulberry was so badly damaged
that it was abandoned, although the British Mulberry was campletely re-
paired by 20 July, and at the end of that month nearly 4,000 men, and
more than 400 vehicles and 11,000 tons of cargo were discharged within
its shelter during a single 24-hour period. Lacking the facilities of
the Mulberry the Brigade Group supported the 1lth Port in setting up a
damaged barge as a pier. Four LSTs were able to discharge sinmitaneorusly

on this pier either during high or low water. Furthermore, the two small

13 Report of the Supreme Allied Commander, opecit., pe 54. In all 400
units, totalling 1,500,000 tons, were towed across the Channel.

History of the T.C. in the ETO, Vol. IV, Section II, Chap. 1, pp.
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ports of Isigny and Grandcamp were brought into operation to supplement
beach discharge. However, it was necessary to clear away tremendous a-
mounts of wreckage on the beaches that were the result of the storm.

The port of Grandcamp was opened on 17 June, but discharge did not
begin there until five days Later.15 A detachment of the 11lth Port,
consisting of four officers and 37 enlisted men and a Q.M. service com-
pany, began unloading the first vessel at Grandcamp. During the first
four days this port discharged one coaster and 12 LBVs. By 15 July,

236 LBVs and two ICTs had been discharged of a total of 8,668 tons of
cargo,

Meanwhile, the port of Isigny had been brought into operation. The
port was captured by the U.S. forces on 9 June, and five days later a
detachment of the 11th Port was activated to take charge of its port op~

16 An Engineer port construction unit rehabilitated the har-

erations.
bor facilities in sufficient time to enable the first coaster to berth
on 24 June, Isigny was capable of accommodating nine coasters and it

was believed that a considerable number could be brought to alongside

berths if the canal were dredged. If this work had been carried out,

it was estimated that the port could discharge 2,500 tons of cargo per
day, but persomnel was not available, and moreover, many coasters that
might have been assigned to discharge at the port, were discharged on

Omaha Beachhead. Consequently, during the time when the 1lth Port de-
tachment was stationed at Isigny the total tommage handled was only

9,097 tons, The record for one day was attained on 11 July when 1,142

15 1bi4, p. 10.
Ibid.
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tons of cargo were discharged.

On 21 July 1lth Port operations ceased at Omaha Beach, and the
unit moved to commence work at the ports of St. Vaast, Carentan and Bar-
fleur, supplemental to Isigny and Grandcamp. A little later the part
of Granville on the western side of the Normandy peninsula was added to
those already named, located on the eastern side, and during the momth
of July a total of 40,290 long tons of cargo was discharged at all the
minor Normandy ports. During the following month this figure was nearly
trebled, for over 125,353 tons of cargo were discharged. The monthly
rate fell somewhat during September and then showed a general decline
until the ports ceased operation during April 1945. By that time a total
of 600,884 tons of cargo had been discharged at all the Normandy mino}
ports. The relative importance of these ports in the Fall of 1944 1is

reflected in the discharge statistics for September 1944:17

8t. Vaast - 38,717 long tons
Barfleur - 29,861 "
Isigny - 22,335 » "
Grandcamp - 7,350 » "
Granville -_1,81 * "
Total 100,08, " =

Developing the Port of Cherbourg

The port of Cherbourg played a far larger part in supplying the
Allied armies of Western Burope (a certain amount of British cargo was
discharged at Cherbourg along with U.S. cargo) than originally had been
contemplated. Its capture was expected on D plus eight (14 June), and

three days later it was hoped that cargo unloading would commence, The
17

Ibid, p. 13. During September the port of Carentan was no longer in

use. The extent of its discharge contribution may be measured by the

2,11 tons of cargo discharged between 15 July and 1 August 1944.
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discharge capacity was to be increased to 5,000 tons per day by D plus
20, and by the middle of September, the port was expected to be capable
of discharging 8,500 tons per day. None of these plans was carried out,
because as previously mentioned, German surrender of the port occurred
on 27 June, and unloading Allied cargo vessels did not commence until
16 July., Furthermore, because of the Allied failure to capture and
develop the Brittany ports as scheduled, a program was projected during
July for increasing the Cherbourg discharge capacity to approximately
20,000 tons of cargo per day. Unfortunately, the program could not be
completely realized, but by the end of May 1945 Cherbourg had unloaded
a total of 2,728,085 long tons of military cargo. In other words, for
a time Cherbourg served as a keystone of U.S. Army supply in Western
Europe, and throughout the entire period of the European campaign it
remained one of the principal Allied ports.

Cherbourg is located on the noarthern coast of the Cotentin Penin-

sula and faces northward toward E.ngiham’l.18

Before the war it was an im-
portant port of debarkation, ®the gateway to the Continent", and the
principal passenger port of France. A direct train service connected
the huge modern quayside, where the liner NORMANDIE used to dock, with
Paris. However, there were relatively few cargo handling facilities

and the average daily tommage before the war was 780 tons. Cherbourg
harbor is entirely artificial and consists chiefly of a protected tidal
area which lies in the shape of a large "U". There are two roadsteads

for the anchorage of ships. The outer roadstead, known as Grande Rade,

18 History of the Fourth Major Port, Cherbourg, France, June 1944 -

Oct. 1945, p. 2. (Copy included in Historical Report of the T.C.
in the ETO, Vol. VIII, Part 4).
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was enclosed by two jetties, leaving two entrances. The immer road-
stead, Petite Rade, serves the main harbor installations and is pro-
tected by two jetties which provide one entrance to the Grande Rade.
Extending out into the Petite Rade is the large Quai de France, contain-
ing the unique Gare Maritime, where before the war, passengers were able
to alight from trans-Atlantic liners and board waiting streamlined pas-
senger cars under a single roof. A second large dock, the Quai de Nor-
mandie, had not been finished at the outbreak of World War II, although
the British ship QUEEN MARY had once docked on the western side of that

pier. There also were various other sections of the port which afforded

abundant berthing space for vessels, including the areas known as the
Arsenal and the cammerce port., Location of the various areas may be
seen by reference to the accompanying map.

During the planning period for the European campaign, the 4th Port \ ’
had been assigned to operate the port of Cherbourg upon its capture, |
and an advanced detail of that unit entered the outskirts of the city
eight days before its defenders capitulated. Colonel C.C. Sibley, Com~
mander of the 4th Port, and other members of his staff arrived during
the intervening period, and by 6 July the entire port headquarters and
headquarters company was present. Within the following two weeks the
principal units, that is port battalions, truck companies, amphibious
truck companies and harbor craft companies also had arrived.19 In con-

Junction with representatives of the Allied Navies, the U.S. Army En- 1
gineers and ADSEC representatives, members of the 4th Port Headquarters, i
immediately had undertaken a study of the problem of rehabilitating the

19 Progress Report of the 4th Major Port at Cherbourg, period 27 June t

1944 to 15 March 1945, p. 5.
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port and the harbor area, in order to commence discharge operations at
the earliest possible moment. The Germans had boasted over their radio
that they had left the port unuseable for a long period and Hitler had
decorated the German admiral who in destroying the port, was said to
have performed a feat which was nunprecedented in the annals of coastal
defense." 20

The Germans had made no idle boast. The harbor was strategically
1ittered with visible wrecks to block all approaches, and many wrecks
were later found below the surface. Captured Germans and native French
revealed the wholesale mining of the harbor and the port. Breakwaters
were found demolished and quay walls tumbled into ships' chammel. The
Engineer officer who prepared the initial plan of port rehabilitation,
Colonel A.E. Viney, commented that "the demolition of the port of Cher-
bourg was a masterful job, beyond a doubt the most complete, intensive
and best planned demolition in history.®

Indication of the character of the destruction ashore is found in
the description of conditions at the Quai de ‘Normandie and the Quai de
France. Locomotives, gantry cranes and passenger gangways had been
wrecked and toppled into the water and quay walls blown in on top of
them. An underwater survey showed that 2,500 cn_bic feet of masonry and
a tangled mass of steel had been blown into the area between the two
quays. In addition, most of the concrete dock had been dropped behind
what remained of the destroyed caissons of both quays. The Gare Mari-
time, built of reinforced concrete, was badly damaged. All utilities

in the building, such as the electric control system and the heating

20 History of the 4th Major Port, p. 8.

—

- 199 -



RESTRIGTED

plant, were demolished.

There were, however, certain exceptions to this extensive destruc-
tion. Due to the hasty enemy withdrawal, not all the demolitions planned
had been accomplished. Explosives placed in the city filtration plant
remained intact. Outside the pier area, damage to railways was relative-
ly light, no serious destruction having occurred to lines leading from
the city except the blowing up of a tunnel south of the port. Fortu-
nately, the city itself was practically undamaged, and the streets run-
ning through it could be quickly cleared. In addition, the 4th Port
was able to recover some stevedore gear left undamaged, and they found
the heavy type slings and a large crane which could be readily repaired
particularly useful.

Mine sweeping of the harbor began as early as possible under the
direction of a British Naval commander, who at first was required to
fight off German fire from the harbor forts. He was required to take
particular care with the type of mines which were found because they were
new to Allied experience. These mines were of the acoustic, magnetic and
snag variety. A special staff of naval mine experts performed the ha-
zardous task of clearing all water areas that could not be reached by
standard mine sweeping operations. The naval clearance program included
the work of the experienced Commodore William A. Sullivan, the chief na-
val salvage officer, whose job was to remove all sunken wrecks and ob-
stacles blocking the channels., Necessarily much of his work was held up
awaiting mine clearance. Parenthetically, it may be noted that both in
mine clearance and in the reconstruction of dock areas, French naval au-

thorities provided valuable assistance to the British and American units.
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Port reconstruction was carried out by two Engineer port recon-
struction and repair regiments. Their first task was to clear away de-
bris because roads along the water front were impassable due to the mass
of wreckage. Much of this debris was used in the construction of ICT
and Dukw ramps. Some captured materials were used in port reconstruction
before supplies could arrive from the U.K. These cartured supplies in-
cluded cement, sand, reinforcing steel and lumber. Employment of ci-
vilians and POWs speeded the task considerably. The first construction
work was to prepare landing hards for Dukws at the beach at Nouvelle
Plage and then, in turn, an area for receiving barges, an area for the
discharge of railway rolling stock, and berthing space for five Liberty
ships at the eastern inner breakwater.21 This work of reconstruction
and rehabilitation continued until the following spring, when because
of the greater importance of other ports, construction work at Cher-
bourg was halted.

While the harbor clearance and port reconstruction work was in
progress, sections of the 4th Port staff had been busy seeking their
equipment, some of which had preceded their arrival. The main detach-
ment of the Headquarters had been working on service shops, erecting or
repairing mechanizeé operational equipment and constructing a sorting
shed. They therefore were ready to receive the first cargo ships (four
MT ships), which arrived at Cherbourg on 16 July. Thirty small wooden
barges and some harbor craft arrived at the same time and cargo discharg-

ing began immediately. Since no quays were then available, unloading
21

This four point priority program was established at a meeting held
on 28 June by representatives of the Navy, the Corps of Engineers
and the Transportation Corps. History of the 4th Port, p. 13.
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was confined to barges whic were taken t one of the basins in the
port, or to Dukws, which discharged at the newly constructed hards near
the Quai de France. The amount of available port equipment was increased
by obtaining cranes from the Omaha a 'tzh Beaches and full use was made
of civilian labor. Until the railroad could be rehabilitated, supplies
were cleared from the port almost entirely trucks,

4Arong the handicaps which the 4th Port initially faced was the
failure of all of its port gear to arrive as scheduled. Much of this
gear had been loaded in England on 12 ships which were to be dispatched
to Cherbourg. Instead, the ships were sent to Utah Beach, where much
of the heavier gear was unloaded. A two-day search by 4th Port repre-
sentatives revealed the location of this discharged equipment, and it
was eventually brought into Cherbourg. Fortunately, the fork lift
trucks which had been included in this gear, were promptly brought into
the port, where the smooth docks and streets made their use possible.
There was sufficient military persomnel to drive these trucks, but not
to operate the available cranes. Hence the Ordnance staff conducted a
school in crane operation. It was particularly necessary to supervise
French civilian workers in their use of mechanized port gear because of
their unfamiliarity with it. Even the proper use of slings by native
civilians had to be supervised by part personnel, and all contact with
the civilians encourtered the language difficulty.

uring early operations a regulating group was brought in, and it
promptly began directing truck drivers in accordance with a traffic
regulating system set up for port clearance. M.P.s were stationed at

all important interse:tions to facilitate the movement of trucks. How-
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ever, there was some difficulty in checking the incoming cargo because
harbor craft companies towed barges ashore without notifying proper au-
thorities. Despite all the early handicaps and the confusion, during
the first few weeks of operation, a total of 31,619 tons of cargo was
unloaded from incoming vessels. A large part of this consisted of cargo
brought in on barges past partially sunken ships which still obstructed
portions of the channel in the inner basin. There never seemed to be
enough barges to handle the amount of cargo waiting in ships offshore,
but some relief was found by obtaining an additional number from the
beaches. One of the principal reasons why the number of barges, as
well as the number of available Dukws, never seemed to be adequate was
that for a time, despite the delay in opening the port, ships continued
to come into Cherbourg from the U.K. according to their initial sched-
ules.22

During'the month of July other notable developments at Cherbourg
included a change in the pattern of command and the adoption of the
aforementioned plan for increasing the amount of tonnage to be dis-
charged daily. On 21 July ADSEC, Camzone, enlarged the former bound-
aries of the port and established the Headquarters, Cherbourg Command
Provisional (or Base Section #3). Colonel Theodore Wyman Jr., was ap-
rointed commander of this headquarters, which on 13 August was redesig-
nated the Normandy Base Section. While the establishment of the Command
reputedly enabled Colonel Sibley to devote his entire time to the opera-
tion of the port, actually there was an initial failure to establish
satisfactory relations between the Command and the Port. As an Engi-

22 History of the T.C. in the ETO, Vol. IV, Section II, Chap. on Cher-

bourg, pe 7.
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neer officer Colonel Wyman was particularly concerned with the progress
of port rehabilitation, but he also took a personal interest in the dis-
charge of cargo, a work which belonged to the port commander.23 On the
other hand, during July 4th Port Headquarters was strengthened by a de-
tachment of the 12th Port under Colonel i.H. Schroeder. Some of the
12th Port staff formed a Port Troop Command headquarters (provisional),
but some were assigned to the Cherbourg Command headquarters. Addition-
al organization change occurred on 28 July when a Harbor Boat Service
was established, By that time the number of available harbor craft ap-

proached 200.

Enlarging the Port Discharge Program

The plan to enlarge the capacities of the port to achieve a daily
discharge of 20,000 tons of cargo by 14 September, was placed before
the port commander on 11 July. He was then given the task of working
out the details which would assure the accomplishment of his mission.
Additional equipment was necessary, and the reconstruction and utiliza-
tion of existing facilities to a greater extent than had been contem- i
plated also was required. The rail situation in particular required I’

considerable overhauling, because the highway network could not carry

all of the increased load contemplated. In planning to expand rail

traffic, it was necessary to increase the size of the marshalling yard
and the storage facilities along the main line from Cherbourg and Caren- E
tan. Existing car storage capacity was available for only 350 cars, i il

with marshalling yard capacity of 400 cars. New plans required storage £

<3 Historical Report on the Reconstruction and Rehabilitation of Cher-~ !
bourg, prepared by the Historical Unit, ETOUSA, and interview with d
its author, Lt. K. Yarmon.
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for 4,000 cars with a marshalling yard capacity for 2,000 cers. Fortu-
nately, it was not necessary completely to carry out plans for the en-
largement of existing storage and marshalling yards to meet the new re-
quirements, or to build completely new yards, because T.C. officers
found two German marshalling yards five miles south of Cherbourg. These
had been built to facilitate construction of two rocket bomb bases, and
both were capable of serving Cherbourg as permanent marshalling facili-
ties, One of them also could be used as a locomotive terminal.2¢

While the railway facilities were being prepared to handle a larger
flow of traffic, a new road traffic plan was prepared in an effort to
avoid bottlenecks. There were four main arteries leading out of the
Cherbourg area, two laterally to the east and the west and two to the
south. By using all of these routes and carefully directing traffic
within the city (one of the avenues was widened to accommodate four
lanes of traffic), it was possible to care for the temporary increase
in truck movements. 1In a further effort to achieve the desired tommage
target, on 1 August unloading at Cherbourg was placed on a 24-hour a day
basis. The first nightwork was facilitated by the presence of a full
moon, and later electric lights were strung in appropriate areas,

Various other improved methods of operation also were adopted.
Port battalion troops were ferried to ships anchored in the harbor, the
same battalion being assigned to the same ship every day until the work
was finished. The strength of units working on each ship was cut from
regulation 21 personnel to 16, a measure which was said to have in-

creased the efficiency of operations by 25 percent, because the men no

2 Radio conversation between Maj.Gen. C.P. Gross from }aj.Gen. F.S.
Ross, 8 July 1944.
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longer got in each other's way. In addition, instead of having Dukws
carry only one sling load of supply, they were made to carry two sling
loads, often with several classes of cargo. An officer or enlisted man
was placed by the port on each discharging ship, and by using a copy of
the cargo plan and hatch stowage Le was able to expedite the re-
moval of cargo.

During the initial period of operation the work of U.S. Army port i1E
units was supplemented by the employment of between 700 and 750 PO¥'s,
working on 12-hour shifts. There also were 900 French civilians em-

ployed in various tasks at the port. Despite certain handicaps, such

as a shortage of craft for ferrying the port battalions to vessels and
the loss of time because of lack of communication between Dukws, ships
and shore, by 20 August a record day of about 10,000 tons discharge was ’
ach:l.eved.25 This figure was sﬁrpassed in succeeding days, although as ( |
previously mentioned, the projected target of 20,000 tons a day was never
quite attained.

Meanwhile, the port had begun unloading heavy pieces of cargo, such
as Diesel locomotives. On 27 July the first seatrain commenced to dis-
charge onto barges, both locomotives and railway rolling stc::ck.26 Early
in August the first ship to shore removal of rolling stock from sea~
trains began at one of the bre;.kwatars. The operation was carried out
by placing a crane ship next to the breakwater where the crane ship un-
loaded from the seatrain to the breakwater. This expedient met with

one misfortune when a boom on the crane ship snapped, dropping a large
25

It was estimated that the port was 70 percent rehabilitated by 31 au-
gust 1944. However, discharge from ship to Dukw did not end until
15 December 1944.

26 History of the 4th Port, p. 17. 1
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locomotive into the sea, but it was possible to recover this locomotive
later. In addition to the use of seatrains, the first cross-Channel
trainferry began the discharge of rolling stock at two newly constructed
landing points on one of the Cherbourg quays (Quai du Homet). The third
means of unloading rolling stock, from tracked LSTs to ramps, was accom-
plished at a newly constructed landing (the Port des Flammands Reclama-
tion Project) in the port area where, on 5 August, LSTs began discharg-
ing all kinds of rolling stock on three railway ramps, This rolling
equipment was taken immediately to a marshalling yard in the vicinity.27
The first record of passenger arrivals at the port shows that two
officers and 38 U.S. seamen came in on 1l July.28 These were expected
to be followed by others, which ultimately would entail the daily de-
barkation of 15,000 troops. , In anticipation of such a large movement,
localities were found southeast of Cherbourg suitable for staging areas
and routes were laid out from them to the debarkation installations,
On 7 September the first troop convoy arrived directly from the U.S.
The convoy consisted of four ships, which unloaded thd troops onto
transport or Rhino barges for discharge ashore. It required 12 hours
to effect the debarkation of approximately 19,000 troops that had ar-
rived in the convoy, although estimates had placed the necessary timse
as high as 30 hours. The outloading of troops commenced during the pre-
ceding month, when casualties began arriving in improvised hospital

trains at Cherbourg.
27

1,522 units of railroad equipment were discharged during the first
half of August and 3,547 units during the second half, During Sep-
tember the total was increased to 7,836 units.

History of the T.C. in the ETO, Vol. IV, Section II, Chap. on Cher-
bourg’ Pe 7.
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The number of personnel handled during September 1944 amounted to

approximately 67,000 troops discharged and 14,000 personnel evacuated.

Handling these troops was effected at the same time the cargo discharged,

including the weight of vehicles an: ailway equipment, was brought up
to 314,427 tons for the month.29

Discharge of cargo and personnel was supplemented by the discharge
of the first shipment of bulk petroleum (POL) products on 24 July.30
On that date a U.S. Navy tanker began pumping out POL at an unloading
point which had been erected by the French near the eastern end of the
outer breakwater (at Querqueville). Separate lines allowed the simul-
taneous discharge of Diesel fuel, and truck and aviation gasoline.
From Querqueville what was termed the "Big Pipe" line system carried
POL to the Armies at the front. In addition, large quantities of POL
were forwarded by plane from the Querqueville airstrip. The increase
in the monthly rate of bulk POL discharge at Cherbourg, and the begin-

ning of a decline in the rate are shomn in the following tabulation:

Bulk POL Discharged at Cherbourg
July 1944 16,633 long tons

August 104,905 » n
September 149,944 " "
October 231,010 v n
November 164,756 n "
December 147,379 » "

Port Clearance at Cherbourg

Until August 1944 port clearance of cargo at Cherbourg was main-

tained primarily by motor vehicle, but thereafter clearance by rail in-
< :
7 Ibid, p. 30.
History of the 4th Port, p. 17.

31 Supplement to the Progress Report of the 4th Port, p. 10.
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creased rapidly, both as to amount of freight carried and in proportion
to motor vehicle clearance. During September the ratio between the two
methods was about even, 166,118 tons of cargo being cleared by motor ve-
hicle and 162,021 tans by rail. Subsequently, the balance grew strongly
in favor of rail clearance. G the whole, that is with the exception of
one or two manths, the backlog of cargc in the port area was kept at a
reasonably low figure.

When the discharge of military cargo commenced in July, the 4th Port
consolidated trucking activities under Colonel J.L. McKinnon, Coumanding ¢
Officer of the 470th Q.M. Truck Group. The Group's mission was to han-
dle all port clearance for delivery within a radius of 20 miles of the
port. Approximately 2,500 officers and enlisted men, with 600 motor
vehicles and 150 Dukws were placed under the Group's direction. In
order to have vehicles readily available, the Group operated five truck
pools, one for each of the five sections into which the port area was
divided, and two "surge" pools. The Group also supervised first and
second echelon maintenance by each Q.M. truck company, and endeavored
to insure the availability of third and fourth echelon maintenance by
Ordnance units.

Most of the truck companies were provided with standard 6 x 6 23-
ton trucks, but one company was equipped with 13-ton Air Force tractor-
trailers (some with 40-foot and some with 25-foot beds); two companies
operated 6-ton tractor-trailer units; and five companies were equipped
with cab-over-engine type trucks, which contained bodies long enough to
carry bulky cargo. During July these units cleared 27,257 tons of the
31,627 tons of cargo discharged at the part.
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On 9 hugust the Group and some of its units were moved by the Mo-
tor Transport Brigade, 4USEC, to another assignment, leaving only eight
truck companies in charge of the 151st Q.M. Battalion, Mobile, (TC).
Some of these remaining companies were provided with 140 l-ton trailers
that became available, and they were able to increase the rate of clear-
ance from the Dukw transfer point by 3C percent. Truck drivers were
then working on a 12-hour shift. During August the number of available
truck companies increased greatly, and port clearance by motor transport
increased to nearly 7,000 tons of cargo per day.

Among the handicaps to efficient truck operation until September
vias the lack of sufficient equipment at the dumps for the prompt un-
loading and handling of truck ca.rgo.32 This deficiency was ascribed
either to failure to foresee the need for equipment, or the backphasing
of deliveries from the U.K., when time schedules for shipments were re-
arranged, because of the course of the fighting on the Continent. Ir-
respective of difficulties, the port cleared 152,731 tons of cargo by
motor vehicle during August, and September witnessed an even higher
record,

U.S. operated trains moved out of the Cherbourg area as early as
11 July, but initial movements were for carrying passengers » not mili-
tary freight. Before trains could operate in the port area s it was nec-
essary to undertake a considerable amount of reconstruction and rehabil-

itation of port railway lines. Rubble had to be cleared away, track

32 Some trucks dispatched from the port could not locate the depots to
which they were sent, partly because no depot signs were posted, and
partly because depots were moved without notice to port authorities.
Muddy roads also presented handicaps.
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repaired or replaced and new spurs extended onto some of tae quays.

This type of work encountered certain difficulties which delayed open-
ing the lines to traffic. The Corps of Engineers, with technical advice
on priority and location of track from the 2nd MRS, and considerable as-
sistance after the initial period by personnel from twe railway shop
battalions, promptly undertook the work, but their tools and equipment

failed to arrive as schedu.led.33

Furthermore, the track material which
did arrive lacked certain critical parts. Fortunately some railroad
tools and track materials were found locally, but it was not until the
latter part of July that port clearance by rail commenced. The first
train at Naples had pulled out of the port ten days after the Allies
had captured the city, but at Cherbourg there was nearly a month's de-
lay. By the end of July only 1,212 tons of freight had cleared the port
of Cherbourg by rail.

34

Conflicting reports show that either 83,700 35

or 94,700"" tons of
freight were cleared by rail during August, as the U.S. Armies began
their advance across France. Whichever figure is correct, the smaller
of the two was practically doubled during September, and the monthly
rate continued to climb until December. Comparative statistics for Cher-
bourg port clearance by rail and motor vehicle, and the corresponding
monthly figures for cargo discharged, are summarized in the following

tabulation: >

33 Report of the General Board, USFET, Study #122, p. 53.

34 History of the T.C. in the ETO, Vol. IV, Section II, Chap. on Cher-
bourg, p. 19.
35 Progress Report of the 4th Port, p. 13.
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CaRGO DISOH.. i Al PCRT CLIATANCE AT CHERBOURG

Cargo Discharged Cleared by Rail Cleared by Truck

July 1944 31,627 1/t 1,212 1/t 27,257 1/t
August 266,444 " 94,692 © 152,731 »
September 314,431 ¢ 162,621 166,118
October 365,592 191,307 161,814
November 433,301 v 242,004 150,026 *
December 250,112 ¢ 155,797 » 97,207 »

The peak monthly figure for cargec discharge at Cherbourg was
reached during November, and the drop to 250,112 tons during December
brought the monthly rate to a level which was maintained until toward
the close of the European campaign. The reason for the decline was the
opening of Channel ports and Antwerp, nearer the combat zone. Shipments
from these ports required less tie-up of railway rolling stock than on
the longer haul from Cherbourg across France. Cherbourg continued {o
serve, however, as a point of discharge for ammunition, partly because
the rain of German V-hombs on Antwerp did not permit the Allies to risk
the discharge of ammunition there. Cherbourg also assisted in cleaning
up the backlog of ships preloaded for the 1nvasion,3 U and in overcoming
the general backlog of shipping that developed in European waters during
the winter of 1944-45. This latter subject will be discussed later in
this monograph.

For a time it appeared that the German breakthrough during the Ar-
dennes offensive of December 1944 might necessitate a return to heavy
discharge quotas for Cherbourg, but when the German drive was stopped
short of its goal, the necessity for such action was obviated. The 4th

Port had increased the number of its civilian workers and POWs over
37

History of the T.C. in the ETO, Vol. V, Part 1, p., 161,
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those working in July and August (civilian employees numbered 1,000 in
December, and 8,000 POWs provided a steady source of labor, although
only about one-half that number were engaged in port work at any one
time), but during the early part of 1945 a considerable amount of port
equipment formerly utilized at Cherbourg was made available to ports
closer to the combat zone. In the same period, all additional physical
improvements at the port were ordered halted. Meanwhile, the 4th Port
had experienced two changes of commanders. Colonel Sibley had been re-
assigned and Colonel J.A. Crothers became Port Commander; later Colonel

A.He Schroeder replaced Colonel Crothers.
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suing developments

Puring July the Motor Transport Brigade supervised transportation
whenever and wherever needed, in accordance with "Motran" the SOP for
general purpose motor transport. e tonnage moved per day increased
with the buildup of personnel and quipment in Normandy, although it
varied with the priorities for movement, and the amount of tonnage
landed at the beaches and ports. On 1 July the amount of tonnage moved
from Omaha and Utah Beaches was approximately 18,000 tons. On 30 July
the amount of tonnage moved from the beaches and ports was approximately
29,000 tons. At that time the breakthrough had occurred below St. Lo
and the demand for trucks began to grow increasingly heavy.

By 1 July the G-4 officer, First Army, manifested concern over the
immediate prospects for tricking operations on the Continant.3 He ex-
plained that due to the introductian of a larger percentage of combat
troops than originally planned, the phasing of truck companies was be-
hind schedule. Two weeks later, with the first cargo discharge at the
reopened port of Cherbourg, the number of available truck companies
still had not been brought up to schedule, although apparently 35 LSTs
designated for ferrying railway rolling stock, were being employed for
transporting motor vehicles beyond the date set for the ferrying task

It should be made clear that there was no motor vehicle shortage
for necessary operations prior to 26 July, despite the backphasing of
shipments of truck units and motor vehicles to the Continent. However,

there was one disturbing factor in that, with the publication of the

)
History of the T.C. in the ETO, Vol. IV, Section III, p. 5.

3 First U.S. Army Group, G-4 Periodic Report for 25 June - 1 July 1944.
Quoted in History of the General Purpose Vehicle s prepared for His-
torical Section, Hqs., USFET, Vol. II, pp. 294~5.
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plans for the attack below St. Lo, ADSEC headquarters apparently had
prepared no plans for supporting a possible breakthrough.‘ in effort
was mzde to point out to ADSEC headguarters the necessity for preparing
such a plan, but according to the testimony of one of the Transportation
officers in ADSEC, .he suggestion was .ot adopted.

Nevertheless, as soon as the advance began the Motor Transport Bri-
gade, Transportation Section, ADSEC, made heroic efforts to secure an
adequate number of motor vehicles and keep the First Army dumps sup-
plied. Before July had ended the Third Army alsoc began to require sup-
port, and on occasion, French units too called on the Motor Transport
Brigade for assistance. Beginning with 27 July, truck convoys which
previously had taken only a few hours to complete their trips, required
fram three to five days to reach the First and Third Armies, find the
latest unloading point and return to the beach areas for new loads. By
25 August the Motor Transport Brigade moved a daily haul of more than
10,000 long tons of cargo, with an average haul exceeding 100 miles.
This 1lift was carried in 1,740 motor vehicle units, an average of six
tons per vehicle and trailer.5

Evidence of the size of the task confronting the Motor Transport
Brigade is found in some of the assignments and accomplishments for
August.6 Early in the month 120 2,000-gallon semi-trailer vehicles
moved for the Third Army, 380,000 gallons of POL from Cherbourg to

Beugevills, and a move of 1,250,000 gallons of gasoline in 5-gallon

History of the General Purpose Vehicle, op.cit., Vol. II, pp. 314-15..

History of the Transportation Section, ADSEC, op.cit., p. 18. Trucks
attached to the Beach Cormands and the 4th Port Headquarters at Cher-
bourg were not under the operational control of the lLiotor Transport
Bri ga.de .

History of the T.C. in the ETO, Vol. IV, Section III, p. 14,
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cans was begun from Omaha Beach to La Haye Pesnil. On 5 August 72,000
tons of ammunition were hauled to St. Lo from Omaha Beach. On 11 Angust
a daily commitment for transporting POL was raised fram 300,000 to
600,000 gallons, and on that day 341,000 gallons were moved. On the
preceding day an emergency haul of 100,000 gallons of Diesel fuel for
the French Second Armored Division had been completed. During the mid-
dle of the month a commitment was undertaken for one truck company to
arrive with ammunition from Omaha Beach at the First Army dump near lLa
Loupe, each hour daily for six days. The Motor Transport Brigade as-
signed 19 Q.M. truck companies to accomplish this task., All told,
truck companies under the control of the Motor Transport Brigade hauled
a total of 644,832 ons of cargo during August. Some of this tonnage
included cargo moved under the Red su.l Express program, a program that
will be discussed shortly.

While establishing this record, the Motor Transport Brigade inaugu-
rated a new system of dispatching. Instead of pulling out a portion of
a unit, it sent out complete companies on missions., During the second
week in August the Brigade secured the assignment of two companies e-
quipped with 45-ton tank transporters, and by the erection of side rails
on each vehicle, each transporter could carry as much as 40 tons of am-
munition. On 13 August the Brigade was able to increase the lift capa-
city of some of its units by distributing 10 additional trucks to 55
truck campanies already equipped with 23-ton trucks, It also obtained
1,400 replacements to handle the additional equipment for the period of

peak load movements, Later, more companies were augmented in a similar
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manner.7 The Brigade also endeavored to insure proper maintenance of
vehicles by establishing maintenance sections in each Gel. group head-
quarters, and it provided additional persomnel for this purpose. Ifean—
while, the Brigade headguarters mcve: successively from Catz s to Le ans
to alengon, in an effort to be located most advantageously for supervis-

ing trucking activities.

The Red Ball Express Route

The extent of lotor Transport Brigade accomplishment during iumust
must be measured not against impressive amounts of cargo transported,
but rather against the requirements of the U.S. irmies. In these lat-
ter terms, the record is not so favorable. This statement implies no
criticism of the Brigade, for it was ably conducting one of the great
motor transport operations of the Eurcpean campaign. If it had been
provided with a larger number of truck units s and particularly more of
the heavier type motor vehicles, it might have kept the Armies fully
supplied. The lack of sufficient available truck units and the most ap-
propriate type of equipment, however, is traceable to failure to procure
in the U.S. all of the heavy type vehicles requisitioned in August 1943;
the reduction in the authorized number of truck units below that re-
quested by the T.C. during the Bolero period; the course of the cam-
paign that led to thelix‘!iﬁqrtation onto the Continent of combat troops
in place of truck companies; e rapidity of the Armies' advances once
the German line was broken in southern Normandy; the inability to re-

store quickly and operate French railway lines; the difficulties in lay-

7 mé6 August the Third Army was notified that 710 replacements were
being flown in to augment ths driver persomnel of its truck companies.
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ing rapidly and utilizing POL pipelines; and possibly, the failure to
prepare truck transportation.for an army breakthrough when the St. Lo
campaign was orcl.er«ad.8 In any case, it is evident that during the Bo-
lero planning period, few if any persons could have predicted the extent
of the Armies' advances and the resulting demand on motor transport.

First Army reports make clear the deficiency in supplies as it
pressed toward the German border. On 19 August the Army placed demands
on ADSEC for bringing up 62,000 tons of supplies to the La Loupe area
over a ten—day period.9 ADSEC replied, however, that the maximum they
would be able to accomplish during the period would be 26,000 tans.
First Army, therefore, by the use of its omn trucks, sought to make up
the deficiency, in addition to meeting the demands for troop movements,
which required the employment of an average of 14 truck companies daily
during the week 19-26 August. It proved impossible to move forward all
the tonnage required, and so on 26 August, First Army placed demands on
ADSEC for deliveries covering maintenance only.

Aside from maintenance, the greatest need at the time was POL. A
pipeline had been extended south on the Cherbourg peninsula as far as
Vire, and later it was extended to Domfort. For a time, this extension
developed a leak, so that POL haulage had to continue from Vire to the
Army. Very little ADSEC transportation could be assigned to transport
POL in that area. During the week of 19-26 August ADSEC trucks moved

forward a total of 253 tons, as against 11,182 tons hauled by First Army

General Eisenhower's decision to divert some American motor trans-
port to provide greater support to the British Army, also may have af-
fected adversely Camzone ability to supply U.S. Armies. See Ralph
Inzersoll's Top Secret.

First U.S., Army, Report of Operations, Book 1, pp. 28-29.
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trucks. One train delivery of POL was made during the week.

It was against this background of expanding and unsatisfied Army
requirements, and with plans of the latter part of August to establish
a new service area 175 miles forward of the La Loupe area, near Hirson,
that the RKed Ball Express program was inaugurated on 25 August The
program initially called for layinz down 100,000 tons of maiatenance
and reserve supplies for the First army in the Chartres-La Loupe-Dreux
triangle by 1 September, and subsequently extending the supply line

eastward. 10

Of the 100,000 ton total, it was estimated that 75,000
tons would have to be moved by truck. The basic plan and the methods
of truck operation were worked out by the OCOT, Comzone, and the G-4
officer and Service representatives of Headquarters, Comzone, and be-
came known as the Red Ball Express operation. It was coordinated by
Headquarters, Comzone, with the Normandy Base Section, where the Red
Ball Express convoy would originate, and ADSEC, which commanded the op-
eration.

The name Red Ball was derived from pre-war days when it was used
to denote a railway transportation service of particularly high prior-
ity. Red Ball road markers were easy for truck drivers to follow, es-
pecially at night when the markers and a direction arrow pointing the
way could be readily distinguished. The initial Red Ball route from
St. Lo to Chartres, with the return made over a different road, per-
mitted one way traffic, lLater, as the route was expanded to Paris,
and then to both Hirson and Sommesous to supply respectively the First

and Third Armies, some two-way traffic was permitted. None but Red

History of the Transportation Section, ADSEC, p. 19.
1 pistory of the T.C. in the ETO, Vol. IV, Section I, p. 5.
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Ball trucks were to travel the roads selecte , although primarily be-

of the great need for bringing supplies forward, First Army, Third
Army and Ninth fir Force trucks, as well as some civilian vehicles, also
used the road. The effort to maintain a 25 mile an hour speed limit
occasionally broke down, as when a convoy wished to make up for lost
time or a straggler sought to catc wup with his convoy.

Full headlights at night were restricted to the highway west of
the Seine River, so that as they approached the forward areas, drivers
were required to use "cat's eyes®. Traffic Control Points were main-
tained 24 hours a day at designated intersections, and at such points
convoys desiring to cross the Red Ball route were regulated so that
their crossing would not conflict with Red Ball fleet movements. Offi-
cers at each Traffic Control Point (TCP) maintained daily liaison with
adjacent TCPs, KP patrols, and Ordnance and Engineer units, so that in-
formation regarding road conditions, gasoline points, water supply
points and Ordnance Maintenance units would be available,

For operation of the Red Ball route the Motor Transport Brigade was
furnished with driver persomnel for approximately 5,700 motor vehicle

units.1?

Some of the driver strength was drawn from operation at the
beaches, some from Normandy Base Section and scme ("several regiments")
from Infantry divisions. Two Q.M. truck companies were equipped with
45-ton tank transporters; 15 with 6-ton to 12%-ton flatbed trailers; 8
with 2,000-gallon tank trucks; and approximately 60 with 2%-ton trucks.
In obtaining certain truck units from Normandy Base Section, it was nec-

essary to replace them for port clearance work at Cherbourg with port
12 History of the Transportation Section, ADSEC, pp. 18 and 20.
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battalion personnel, previously trained for motor transport activities
in the U.k.1° These port battalions operated 00 23-ton trucks which
the OCOT, Comzone, obtained from tae Crdnance Service, in order to em-
ploy T.C. trucks on the Red Ball haul.

The Normandy Base Section he dquarters reorganized and expanded its
‘newly formed Motor Transport Section, Transportation Section, in order
to coordinate port and beach clearance with Red Ball requirements. An
officer was loaned from the Motor Transport Service (formerly the kotor
Transport Division), OCOT, Comzone, to aid in the reorganization and
the preparation of suitable plans. It should be noted, however, that
efficient operation of the Red Ball route was somewhat handicapped by
the fact that when Red Ball motor transport vehicles were within Nor-
mandy Base Section boundaries, they were not subject to control by the
Motor Transport Brigade, ADSEC, for the latter agency, although in com-
mand of the operation, had its authority confined to ADSEC boundaries
only.

While the Red Ball program was initiated on 25 August, it required
severzl days to place it in full operation because the motor vehicles
assigned to the route had to be permitted to complete previous comit-
ments., By 30 August, however, thc “ad Ball Express was carrying through
St. Lo a daily load or 8,540 tons of cargo.lA On 1 September 11,727
tons of cargo passed through Chartres on its way to the Armies and the

forward areas. This was an exceptionally large daily lift, and during

13 pistory of the T.C. in the ETO, Vol. IV, Section I, p. 6. The work
formerly performed by the port battalions at the port was taken
over by POWs.

14 History of the Transportation Section, ADSEC, p. 20.
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the next itwo and one-half months of Xea DHald operaticn the amount moved

daily varied widely. Omn 5 September a revised program called for the
of 4,580 tons daily from the ports and beaches 10 the First and
Armmies. In addition, 1,800 tons of bulk gasoline were to be

rom pipeline staticns and motor vehicles were to clear freignt

Loy

cleared
from railheads to Army delivery points.

Rehabilitation and operation of French railroads made great prog-
ress during September, as a lzter section will describe, so that Red
Ball truck deliveries were increasingly supplemented by rail deliveries.
Nevertheless, the week of 4-12 September, at least as far as the First
Army was concerned, brought Mihe most critical supply situation of the

1E
B

whole campaign."”  The Army hed continued its advance to before the
Siegfried line and then had found the lack of supplies too great 2
handicap for proceeding further. The First Ammy reported that by 12
September, "the supply lines reached the maximum extent of their elas-
ticity, and the Army had to pause to prevent their snapping. nl6

Red Ball Express truck deliveries continued until 13 November when
the railways were able to move the necessary tonnage. Meanwhile, on
28 September a revised plan was put into operation to limit Red Ball
movements to the Paris area, where the cargo would be transferred to

the railways.17 Incidentally, during September a critical need for am-

munition arose for units employed in the assault on Brest, and so 10

15 mirst U.S. Army, Report of Operations, Book 1, ps 45.

Toid, p. 46. First Army comment on the value of Red Ball deliver-
jes was rather cryptic, for in its report for the period, the Army
stated "some benefit was had from the institution of the "Red Ball®
system". Ibid, p. 29.

History of the T.C. in the ETO, Vol. IV, Section I, p. 8; and His-
tory of the Transportation Section, ADSEC, P. 20.

17
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truck companies were diverted from the Eed Ball operation to supply the
necessary ammunition.

As the accompanying chart shows, a total of 412,193 long tons of
cargo was moved by the Red Ball Express haul from the date of inaugura-
tion to the close-out of the overation. This forms an impressive record.
It may be compared to the later movement of a total of 629,296 long tons
in the XYZ motor transport operation, which provided support for U.S.
Armies' advance east of the Rhine during 1945. It also should be seen
against total T.C. trucking operations during the period of greatest
Red Ball activity, that is from 1 September to 11 Oo.«oamu.u.m During
those six weeks T.C. motor tr. .port units moved 2 337,661 tons of sup-
plies = 43 percent in port clearance; 26 percent in static operations;
and 31 percent in line of communication lifts. The line of communica-
tion 1ifts included not only the Red Ball program, but also railhead
clearance to fo d destinations; movement of bulk POL; and an addi-
tional priority movement of 500 tons per day of packaged POL from Bayeux

to Brussels for British forces.

Initial MBS Operations

The use of French railway lines for carrying military persomel
and freight developed slowly after D-Day, due largely to the fact that
the tactical situation confined operations to a relatively small area.
What might be temed a preparatory period that lasted until the middle
of August was followed by the rapid e ion of Military Railway Serv
ice activities, both as to the area covered and the amount of cargo de-

livered from the Cotentin P.__._ula to the Armies in the forward zone.

s
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By the end of September 1944 three main lines viere operated east of
Paris, one to Liege, one to Conflans and one to Commercy, near Nancy.
¥rench railroad persomel and approximately 10,500 2nd MRS troops were
then moving approximateiy 10,500 tons of freight per day east of Paris.19
In short, after it became possible and necessary to rehabilitate the
lines, French railroads were used to a striking degree to supply U.S.
Armies driving toward the German border.

As described in an European Theater historical report, "the rail-
way system in France, provides a closely-knit network of primary and
secondary lines throughout the country and is similar in most respects
to the other railway systems on the Continent of Europe, both from the
standpoint of operation and technical characteristics. Within this
network, there are various concentrations of railroad lines which lead
from the major ports to the center of France and to important indus-
trial and farming areas, forming a series of well-defined main lines
of railway commmication., The greatest of these concentrations is
found on the west and northern coasts of France from Bordeaux, from the
Brittany and the Cherbourg Peninsulas, and from Le Havre converging to-
wards Paris, which is the heart of the‘railway system of France."20

Totalling some 26,417 wiles of single and double track lines (about
one-fourth was double~tracked) French railroads were operated as a uni-
fied system by the Societe Nationale de Chemins de Fer Francais (SNCF).
Before the war, French schedules for operating passenger trains were
considered very satisfactory, but freight traffic had no scheduled move-

ment. Telephone and telegraph communications in connection with French

History of the T.C. in the ETO, Vol. V, Part 2, Chap. IV, p. 9.
Ibid, p. 1.
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railway operations, an the s 1al system, were considered adequate.
However, certain French railway practices differed from U.S. practices
For example, on double track ines, trains moved on the left hand track
and locomotives for freight t wer .ssigned to a crew, so that when
a crew arrived at the end of its assigned haul, the locomotive was dis-
connected and the cars remaine stationary until another engine arrived
to move them onward.

There also were differences between French and American railway
equipment. A French freight car carried up to 20 tons of freight, as
against the 50 toms capacity of American cars. Furthermore, the French
chain and hook type fastening for cars had never been replaced by the
more modern American automatic coupler. Generally speaking, the Germans
had maintained in good condition the French rail lines that they had
requisitioned for military purposes, although as will be discussed la-
ter, in certain areas two years of Allied bombing had resulted in severe
damage to rail facilities, which the Germans had not been able to repair.

An advance part of the 2nd MRS landed at (Omaha Beach in twe groups
on 17 and 24 June, and began its reconnaissance of the railway situation

1 It followed the combat troops to Cherbourg, arriving

at that po:Lnt..2
there on 28 June, and immediately established a railway headquarters.
As previously described, the party found the main railway lines along
the Cherbourg Peninsula to be in quite good condition, as very little
demolition had been carried out by the Germans. However, the tunnel
east of Cherbourg had been blasted and all bridges were out. The lines

alpng the Cherbourg waterfront had been destroyed by the Germans or se-
21

Ibid, Vol. IV, Section IV, p. 3.
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verely bombed by Allied aircraft, but the nearby marshalling yards and
the Cherbourg roundhouse were not greatly damaged. Farther down the
peninsula and at important junction points such as La Haye-du--Puits
and Folligny, the damage caused by Allied bombing was very ext.emrd.ve.22

f‘olligny offered a good exampla of what had happened to most of
the yards in the wide circle of junctions surrounding the Paris area.
One theater report asserts that the yard was "an indescribable mass of
bumed cars, twisted steel, and bomb craters. The craters were so nu-
merous in the yard proper that they overlapped one another. All the
railroad buildings were down, and also most of the tmm."23

On the other hand, in the drive for Cherbourg the U.S. forces had
captured a great deal of useful rolling stock, including 1,384 "wagons"
50 locomotives and 11 streamlined paséenger coaches.,u The wagons in-
cluded French, Belgian and German stock, and before using them, each
piece had to be examined by MRS persommel for possible booby traps.
The French locomotives were very old, some having been used in the last
war, and since that time had not been carefully maintained. A large
stock of rail also was found stored, some of which had been sent to
France during the last war.

The 2nd MRS representatives quickly discovered that many of the
ablest French railroad workers had been carried eastward by the Germans,

but those that were left were anxious to return to work with the Ameri-
22

In certain sections, the Germans had ignored proper track mainte-
nance, so that it needed reinforcing for MRS use.

Ibid, p. 4.

By 1 October 1944 it was estimated that the MRS had recovered ap-
proximately 20 percent more railway equipment than it had expected
to capture,

23
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can troops. Several of the officers of the SNCF were commissioned in
the French Army and attached to the 2nd MRS. They and the French rail-
road workers proved helpful in reestablishing train service

The remainder of the 2nd MRS headquarters and various railway units
began to move fram England to France shortly after the arrival of the
advance detachment. Brigadier General Burpee, Commander of the 2nd MRS,
‘reached France on 29 June, and the remainder of his headquarters was
present by 4 July.25 Four days later a detachment of the first operat-
ing unit, the 728th Railway Operating Battalion, arrived, and by the end
of the month, in addition to 2nd MRS headquarters, there were one rail-
way grand division (the 707th), three operating battalions and one shop
battalion on the Continent

Repair and rehabilitation of damaged French railroads began about
1 July 1944. During the months immediately following, the work per-
formed by the Corps of Engineers, who were responsible for all such con-
struction efforts, was largely of a stop-gap character, in order to per-
mit trains to commence movement at the- earliest practicable dnte.26
The most important phase of construction consisted of the repair of de-
stroyed railroad bridges, and although Corps of Engineer units were
greatly aided by MRS troops and French civilian workers, they faced
certain serious difficulties,

For example, even prior to D-Day the Engineers were deeply con—
cerned over the shartage of available railway construction tools and

the inadequate training of Engineer troops for railway reconstruction

25 2nd MRS headquarters was officially opened at Cherbourg on 3 July.

26 A considerable amount of rebuilding and strengthening of railway
lines occurred later when the urgency for commencing railway opera-
tions had passed.
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t.z:lsks.27 These deficiencies did not greatly hamper railway rehabilita-
tion efforts until after the breakthrough below St. Lo, when the speedy
advance of the combat forces placed a premium on the equally rapid re-
habilitation of rail lines. Nevertheless, there had been a certain de-
ficiency in the shipment of construction tools and equipment to the Con-
tinent. By 31 July, 126 miles of track and four railway bridges had
been repaired and the railway reconstruction at Cherbourg was practi-
cally completed.

In the 50 days following the St. Lo attack the rate of rehabilita-
tion was almost 10 miles per day. To accomplish this, railway recon-
struction was given top priority over other forms of Engineer construc-
tion work, and a new plan was adopted for the method of rehabilitation.
In place of depending on Engineer units assigned to perform all construc-
tion work within a given area, ADSEC secured the activation of three En-
gineer groups, designated A, B, and C, with the specific mission of
railway recons1'.x'uc'(.iovn.28 Each group consisted of an experienced En-
gineer general service regiment, with®one or more other units attached.
One group was assigned to each of the First and Third Army rear areas,
and the third was deployed in support of the other two. Later this lat-
ter group was assigned to the rear o} the Ninth Army. This arrangement
proved effective, for in the 50 days following 17 July, 3,355 miles of
track were placed in operation, and 36 bridges were reconstructed.

The first scheduled MRS train operated over a main line in France

ran from Cherbourg to Carentan and return (a distance of about 31 miles)

21 Report of the General Board, USFET, Tramnsportation Section, Study
#122, p. 53.

Ibid, ppo 53—4'

28
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n 11 July.?? It was manned by a train crew of the 729th Pailway Op-
erating Battalion, and consisted of a French steam engine and two stream-
lined passenger cars, preceded by a bax car to receive the blast of any
mine over which the engine might pass. However, the run was made with-
out incident, and a tentative passenger train schedule was drawn up for
future trips. On 13 July a work train was run from beyond Carentan to
haul 15 cars of captured cement for use at Cherbourg. Four days later

a new time-table was published, establishing first-class passenger serv-
ice between Cherbourg, Carentan and Lison. On 22 July the first troop

train was operated from Cherbourg to Lison.

As previously noted, on 29 July, the first shipment of reilway roll-
ing stock to reach Cherbourg arrived from England. The first railway
equipment landed on the Continent had arrived at Utah Beach on 10 July.
The latter consigmment consisted of two 350 h.p. Diesel locamotives and ‘ '
same flat cars carried on LSTs, which discharged directly onto the |
shore, X All of this railway equipment had been placed on truck trail-
ers, and prime movers pulled it from the landing craft to the main rail
line. Subsequent cross-Channel deliveries were made at Cherbourg, and
by the end of July a total of 48 locamotives (35 Diesel and 13 steam lo-
camotives) and 184 railway cars had been received from the United King-
dom.3! The number of captured locamotives had then reached 102, in ad-
dition to 1,641 freight and 76 captured passenger cars. The total amount
of freight hauled by the 2nd MRS, to 31 August, was 31,907 toms. It

should be observed that the average load per car was less than six toms.

2
9 On 7 July-a train pulled by a jeep with flanged wheels travelled |
from Cherbourg to Carentan. i b

3 History of the T.C. in the ETO, Vol. IV, Section IV, p. 13.
Ibid, p. 9.
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The preparatory program of railway rehabilitation and delivery in
France of MRS equipment and troops, continued during the first part of
August, until, following the St. Lo breakthrough and clearance of rail
lines outside the Cotentin Peninsula, there were heavy demands for the
movement of freight by rail toward Paris. During the first weeks of
August an MRS shop battalion was particularly active in repairing cap-
tured locomotives and rolling stock, although it had few mechanical
tools. On 9 August the MRS endeavored to put into effect a2 rule requir-
ing the operatioﬁ of double tracked lines on the right hand side, but
as the French signal and switching systems were designed to run on the
left~hand principle, the rule had to be revoked.32 The effort to use
single track lines for two-way traffic was cut short when an order pro-
hibited such practices, and so use of the lines became correspondingly
restric¢ted until a branch line was opened.33

Considerable difficulty in jnitial railway operations resulted from
the hasty erection of temporary commmication lines to replace destroyed

34

facilities. Isolated German troops and German sympathizers frequently

cut the lines, delaying train movements. When such breakdowns in com-
munication occurred, a courier in a jeep was dispatched with orders
from the last point of communication to the next dispatch point. Occa~-
sionally, secondary rail lines had no communication facilities whatso-
ever. Traimmen also were handicapped by a lack of available water
though at one station the Corps of Engineers dug a well and built a

32 naq, p. 1.
33 1bid, p. 12.

34 Historical reports state that the communication system requirements
for efficient railroad operation were inadequately visualized. Ibid,
p. 12,
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pump out of odds and ends, to service locomotives with empty water tanks,
The train crews themselves were not always experienced railroaders, and
their jobs were made more difficult by the lack of skilled native train
and station men, who might have helped out because of their knowledge

of local conditions.

During July and August, the preparation of and allocation of sup-
plies to MRS trains and trainmen were not complete. Lanterns, fuses or
torpedoes might not be provided crews operating at night. Occasionally,
when trains were dispatched or switched at night, traimmen used personal
flashlights, cigarette lighters and lighted cigarettes for flagging.>’
Considerable difficulty also resulted from overloading trains. Initial-
ly, the iovements Division, OCOT, decided on the size of trains, and it
frequently called for a too heavy makeup. Later, the procedure was
chapged s and while the Movements Division decided the amount of supplies
to be shipped, the 2nd MRS made up the trains,

Despite earlier accomplishments, the first major haul of supplies
by the 2nd MRS occurred on 15 August, when the first of a 31 train con-
signment loaded with high priority supplies began moving to the Le Mans
area for thé Third Ax'my.36 Each train carried an average of 1,000 tons
of supplies, and the initial days' dispatch was to be followed by an al-
most equal number daily. At that time the main line from Cherbourg to
Lle Mans was not yet open, and so trains used a secondary route for a

considerable part of the way. Before the operation was completed, how-

3 Trainmen might be required to work 48 hours without rest, thus im-
pairing their efficiency.

3% Ibid, p. 17. Third Army trucks picked up the supplies at Le lans
for delivery to the combat area.
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eve , ta rentan gap was clos freel the main line tracks and sim
plifying the task of returning empty cars

On 30 August, the first imerican operated train arrived at the Bat-
tignoles Yard in Paris, and the first rail shipment of freight east of
Paris was made on 4 September. Thereafter, development of railway op-
erations followed rapidly in the wake of the advancing First and Third
Armies. It should be noted, however, that during August, the 2nd MRS
had hauled a total of 104,262 tons of freight (80,626 tons forward and
23,636 tons evacvated) and carried 24,926 passengers (11,613 personnel
evacuated). Evacuations of personnel consisted chiefly of casualties
who were carried in the 40 French bax cars fitted for temporary service

as hospital cars.

Rail Operations East of Paris
¥hen the 2nd MRS began operations east of Paris it had to deal

with quite different circumstances from those previously encountered.
The railway pattern east of Paris was designed to handle a greater vol-
ume of traffic than that to the west, and the Germans had pa:lci propor-
tionately better attention to its upkeep and maintenancé.” In addi-
tion, the greatest concentration of Allied bombing occurred west of
Paris, and during the period of German retreat east of Paris they had
moved more speedily than in withdrawing from Normandy toward Paris.
Hence their destruction of rail lines there was "neither as complete
nor as judicious.®

In assuming control of railway operations in eastern France, where

37 Ibid, pp. 21ff
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one line shortly was operated from Paris into Belgium, the 2nd MRS head-
quarters moved to Paris, a move which was completed by 9 September
Three railway grand divisions were plsced in areas which permitted each
to supervise ons of the main lines aextending west of the French capital
It is necessary to point out that MRS units located within the various
Sections and Base Sections of the Communications Zone were responsible
to the Commanding General of their respective Section or Base Section
for administration and discipline only, and to the 2nd MRS for techni-
cal operations and supervision. Their activities were coordinated
through the Section or Base Section Transportation Office. Under the
latter, the Rail or Road Traffic Officer (RTO) was responsible for the
clearance of loaded and empty trains at railheads, dumps, and loading
points., The various Railway Grand Divisions had their boundaries so
léocated that they conformed as closely as possible to the areas of the
Sections and Base Sections, in order to facilitate supervision and tech-
nical control.

During September 1944 railway rehabilitation by the Corps of En-
gineers and operation by the 2nd MRS, continued along the main line
from Cherbourg to Paris as well as east of that city, but the line from
the Brittany Peninsula, via Rennes, Le Mans and Chartres to Paris, was
turned over to the French for SNCF operation. Such a step was taken
in accordance with pre-invasion plamning which had envisaged three
phases of American operation. Phase one called for solely American re-
habilitation and operation of french railway lines; phase two would
bring joint French and American operation; and phase three would see

operational responsibility revert wholly to the French. The Brittany
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line was the first to be placed in the rhase three category.

Release of railway lines to the French enabled MRS units to be as-
signed to more critical areas. The need for additional MRS personnel
strength became particularly great during September, as was true also
of locamotive power and rolling stock., Most critical of all was the de-
mand for experienced railway officers, and in order to meet the demand,
an urgent request was dispatched to the U.S. for the immediate shipment
to France of 25 officers, with a rank of Lt. Colonel or llajor.3 8 MRS
units in Persia and Alaska were called on to meet part of the request.
In order to supplement officers obtained from these sources, a number
of experienced U.S. railroad officials were granted commissions in the
Ammy and dispatched to France by airplane within a period of three days.
During September railway operating persomnel were placed in service in
France, even before their equipment arrived, as fast as they were re-

ceived from the U.S.39

As previously indicated, the Armies' advance across France, which
placed 2,012 miles of single track and 2,776 miles of double track line
under 2nd MRS control by 1 October, had created a tremendous demand for
locomotives and rolling stock. The theater Chief of Transportation
pushed the program of ferrying locomotives from the U.K. to the Conti-
nent, and secured the similar transfer of 200 railway cars per day.

Most of the captured French locomotives had proved to be non-serviceable

and not easily repaired. Even by 1 September the 2nd MRS was drawing

38 Letter to Maj.Gen. F.S. Ross from Maj.Gen. C.P. Gross, 29 Aug. 1944.
Five of the 25 officers were to be railway executives, 10 railway op-
erating specialists and 10 engineering technical specialists.

Five railway operating battalions had arrived in France during the
last days of August.
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heavily on reserves cf rolling stock in the U.K., and Major Gemeral Ross
was contemplating increasing the size of his requisition on the U.S. for
railway equipment, particular&y locomotives. His suggestion along this
line encountered opposition in the U.S., for it was believed that the
British had not fulfilled their commitments on iocomotive production

or the return for 2nd MPS operation of all locomotives loaned during the
Bolero period.l“o However, there were still a considerable stockpile of
locomotives in the U.S., and more scheduled for production.

The greatest immediate problem faced by the 2nd MRS in September
continued to be signal communication, although lack of available coal
and water caused no end of difficulty.u In addition to moving milji-
tary freight, the French railroads also were used to supplement motor
transport for hauling of food for the inhabitants of Paris.%? Before
the capture of the city most of the Parisians were badly undernourished,
and many' had reached the point of starvation. American food was brought
in during September to supplement food from the French countryside, much
of which was unable to reach Paris because of the transportation crisis.

Including the tonnage hauled in conjunction with the Red Ball Ex-
press highway program, a total of 1,600,000 ton-miles of freight was
moved by rail east of Paris during September. At the end of that month,
most of the U.S. Army supplies moved across France from the coast were
carried by rail, and the total amount of supplies of all types so moved

reached 355,020 toms.l"3 Passenger travel also had increased over move-

Letter to Maj.Gen. F.S. Ross from Maj.Gen. C.P. Gross, 29 aug. 1944.

At the end of August 10 mobile radio stations were obtained to serve

the most essential needs of the 2nd MRS.

42 History of the T.C. in the ETO, Vol. IV, Section IV, p. 21.

43 1b34, p. 23.
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RESTRICTED

ments in fugust, and the number of casualties evacuated by rail rose,

with material assistance from the use of 14 hospital trains ferried from

the U.K.




X. EXPANDED OPERATIONS ON THE CONTINENT

The relatively static operations of the Allied Armies in western

1

s f AT m o Tt e e T O — 37 el T - i 1
urope during the middie oI SepLember 1944 was followsd by & period of

tx

slow, grinding progress. Toward the latter part of that month, General
Eisenhower endeavored to obtain a crossing of the lower Rhine near Arn-
hem by a combination of the largest airborne operation ever attempted,
and the northward thrust of British land forces. The overation fell
short of its goal, but succeeded in securing a fropt as far as the Maas
River. By the latter part of October the measured advance of the First
U.S. Army resulted in the capture of the important German city of Aachen,
northeast of Liege, Belgium. As General Marshall relates, it was during
this period that, "after many computations and exchanges of radio mes-
sages with the War Department to determine the effect on our hard-
pressed and delicately balanced shipping situation, it was decided to
rush the movement from the United States of the infantry regiments of

9 of the 11 remaining divisions ahead of the scheduled departure of the
entire divisions."l These units were to replace other U.S. troops, many
of whom had been fighting steadily since D-Day, and aid in launching an
Allied winter offensive, which, it was believed, would quickly end the

European campaign.2

The Military Developments
The winter offensive against the Reich began 8 November, but ad-

1 general G.C. Marshall's Report on Winning the War in Europe and in
the Pacific, p. 42.

2 General Eisenhower expressed the hope that this offensive might bring
an end to hostilities before 1945. Letter to Maj.Gen. C.P. Gross from
Brig.Gen. J.M. Franklin, 5 Nov. 1944.
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vances were slow and costly in troops and critical supplies. Then on
16 December Field iiarshal Von Rundstedt, acting on the direct orders of
Hitler, launched the Ardennes counteroffensive which succeeded in push-
ing into Belgium and Lvvemhourg and reaching, at its farthest point,
more than 50 miles inside First U.S. Army lines, The counteroffensive
was stopped far short of its goal, which was the capture of the impor-
tant Allied supply port of Antwerp, and did not even approach too close-
ly to the large U.S. supply depots near Liege and Hamur  However,
fterman drive had delayed for about six weeks a new Allied offensive to
the North.

On 23 February General Eisenhower commenced the main assault for
destroying the German Army west of the Rhine. By the first week in
¥arch Cologne was captured, and the Germans were in full retreat. In
their confusion caused by the rapidity of the Allied thrust, the Ge:
failed to destroy the Ludendarff railroad bridge across the Rhine at
Remagen, and on 8 March units of the First Army seized the bridge, the
only one left intact throughout the entire length of the River. The
First Amy quickly established a strong force on the east bank, and by
25 March this bridgehead was supplemented by a Third Armv crossing of
the River south of Mainz,

Neither of these crossings had occurred in arcas where General
Eisenhower intended to launch his drive into the heart of Germany.
plans for this final stage of the campaign had been agreed to by the
Combined Chiefs of Staff meeting at Malta early in February 1945.
called for a Rhine crossing in the area near and north of Wesel. To aid

in carrying out the drive, the Malta Conference approved plans for moving
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several hllied divisions from the Italian to the Western front. The
movement began on 10 February and was virtually completed by the middie
of April.B Tt involved embarking approximately 110,000 troops and load-
ing 30,000 vehicles at Ttalian ports, transporting them to southern

king and moving them to the norinern end of the West-

*rf

‘rance and disembar
ern Front.

The contemplated Rhine crossing, according to General Eisenhower,
required preparation for the largest and most difficult amphibious op-
erations since the landings in southern Frarxce.4 The assault involved
naval as well as military forces, since the equipment available to the
Army Engineers alone was insufficient to cope with the task. Months pre-
vious to the date set for the crossing, exhaustive experiments had been
carried out on the rivers in Great Britain, offering bank and current
conditions similar to those of the Rhine. On the basis of these experi-
ments, LCMs and ICV(P)s were selected for the undertaking, and these
were transported across northern Europe to the Rhine, partly by water-
way and partly overland on special trailers. British and American Naval
forces were built up to operate the Rhine ferry service, and valuable
experience was gained when some of the craft were employed in the Rema-
gen area early in March.

Following the customary aerial and artillery preparation, the Brit-
jsh Second Army began the assault crossing of the Rhine on 23 March. The
next day Allied airborne units were dropped near Wesel, and contact was

quickly established between the amphibious and airborne forces. On the

3 §.S. Army Transportation and the Italian Campaign, Monograph #17,
Historical Unit, OCT, War Department, pp. 313-14.

4 Report by the Supreme Allied Commander, op. cit., P 99
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same day as the airdrop, elements of the Ninth U.S. Army crossed the
Rhine between Wesel and Duisburg. Numerous bridgeheads insured the suc-
cess of the operation, and with First and Third Army drives from their
bridgeheads, the way was paved for the encirclement of the Ruhr (com-
pleted by 1 April), the elimination of the Ruhr pockst, and a general
Allied rush to the Elbe and the Danube Rivers, bringing to a successful
termination the Allied campaign in Europe on g May.

These developments in the tactical situation were supported by the
almost constant activity of the Allied Air Forces in destroying the
transportation facilities upon which the Germans relied for the move-
ment and reinforcement of their Army. The success of the air assault
is indicated by the fact that on 22 January alone the Air Forces "de-
stroyed or damaged more than 4 ;192 pieces of (German) heavy equipment,
including locomotives, rail cars, tanks and motor and horse drawn ve-
hicles."® On the other hand, U.S. service forces provided American com-
bat units with the elements necessary to stop counteroffensives and

drive toward Berlin, in amounts unprecedented in history.

New Transportation Tasks
The forward movement of American troops, supplies and equipment

from the U.S., the U.K., and the Mediterranean Theater, was accomplished
in the face of a shipping shortage, and severe strains on port, rail and
motor transport facilities in Europe. These strains were augmented by
the normal havoc of war and German destruction of bridges and railway

lines, as well as by increased German air activities against the Allied

5 Ggeneral G.C. Marshall's Report on the Winning of the War in Europe
and the Pacific, p. 45.
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ony «dverse weather cond tions - hea y rains
and m , snow and ice, and floods that followed heavy rains and thaws.

In respect to the American ‘orces, the T.C. played a prominent part

in br: ing ps and mater ampaign ‘'rogressed, the
the: eor 0C!I expa: it activiti was ranted an increa mount
of control over rtation £ 1ilitie nd eans of supply. The

of T.C. and OCOT contributions include operating an increas-
ing number of European ports, either singly or jointly with the British.
There also was a vast expansion of the railroad network, operating under
the Military Railway Service. Ultimately, the network was placed under
& General Headquarteis, MRS, which controlled the activities of the 1lst
and 2nd Military Railway Services in hauling Army freight from Atlantic

and Mediterranean ports into Germany.

Vi

Motor transport operations likewise expanded, for while the Red
Ball Express Route was terminated in November, other line of communica-
tion hauls from Le Havre or Antwerp or the railheads before the Rhine

came into prominence. Control of these over~the-road operations was

placed in Motor Transport Service (Provisional), which like the General ll
Headquarters, MRS was responsible to the theater Chief of Transportation.
An Inland Vaterways Division, OCOT, formed in November 1944, assumed con-
trol of the movement of both military and civilian cargo on the rivers
and canals of western Europe. Furthermore, on 30 March 1945 an Air
Branch was activated in the Movements Division, OCOT, for the purpose

of coordinating the task of supplying the rapidly advancing Armies by
a.ir.6

© Historical Report of the T.C. in the ETO, Vol. VI, Part 1, pp. L42ff;
and Vol. VII, Part 1, pp. 75ff. :
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In addition to operatin, Or coordinating these individual types of

’

transportation the 0COT assisted in establishing and/or improving and
supervising two complementary though not necessarily related develop-
ments which affected the cnaracter of the European campaign and world-
wide U.S. commitments. These developments were an improvement in ship
turnarownd time in European waters, and the inauguration .on 1 January
1945 of a monthily Port Cperations and Supply lovement Program, which was
intended to insure the orderly, effective and economic delivery of sup-—

plies to the coobat zone. In supervising these two fields of transpor-

tation, the OCOT was granted authority to operate where G-4, Comzone

formerly had exercised & large measure of control. Actually, the shift
in authority involved a more careful delineation of respective areas of
! activity for the two agencies, and by appropriate coordination of func—
tions, a significant contribution was assured for meeting theater supply
requirements and the shipping demands of other theaters.

Tt will not be possible in the time available for writing this mono-
graph to describe in full the topics suggested above. Nor will it be
possible to treat with more than passing reference related topics such
as shipping convoys; relations between the T.C. and the various theater
services, headquarters and Armies; support of the theater 0COT from
the Office of the Chief of Transportation, ASF; accomplishments of out—

standing T.C. units and officers; supplies for Furopean civilians and

military forces; and cooperation between the T.C. and military and ci-
vilian transportation personnel of European countries. These subjects

‘must be left for fuller treatment in other studies.
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Changes in the OCCT

By the early part of September 1944 the staff of the OCOT had be-
come established in Paris, forming a headquarters essentially the same
in structure as that which operated in the U.K. About a month later a
change was begun in the assignment and structure of the Motor Transport
Service (until mid-August known as the Motor Transport Division) when
the Notor Transport Brigade, ADSEC, was dissolved and its personnel in-
corporated in the Kotor Transport Service (MTS), OCOT. The technical
supervision and operational control of line of communications hauling

then were assigned to MTS.7 This unit also exercised supervisory con-

trol over the activities of all T.C. motor transport groups, battalions
and companies within the various base sections of Comzone. However,
this control did not extend to SOLOC areas until January 1945.
Apparently the functions of the MTS had been enlarged under verbal
instructions, and on 26 November these instructions were issued as an
order authorizing the provisional organization of the 6995th Hqs. and
Hgs. Co., Motor Transport Service, Comzone, ETOUSA. The nucleus of
this agency was found in the personnel of the existing MTS staff, to
which additional personnel were assigned. An effort was made to secure
War Department approval for a special table of organization for the unit,
but the request was referred back to the theater as a matter of theater
concern only.8 An account of the various express routes supervised by
the reorganized MTS will be given in a later section of this monograph.

The last quarter of 1944 also witnessed the activation of a sepa-

7 Ibid, Vol. V, Part 1, Chap. II, p. 67.

Report of the General Board, USFET, Transportation Section #122, op.
cit., p. 14.
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rate Inland Waterways Division in the CCCT when responsibility for the
control of inland waterway routes was transferred from a Camzone Commit-
tee to the OCOT. The new division actuslly was formed by enlarging a
former branch of the Marine Operations Division. The latter Division
itself became of increasing importance as new Chammel ports were opened,
and as new measures were adopted to meet the problems of port and ship-

ping congestion that developed in Atlantic ports during the fall of
Brig. General J.M. Franklin was sent from the OCT, ASF, to head the Ma-
rine Operations Division temporarily, and he assisted the OCOT in creat-
ing improved working relations with G-4, Comzone, reducing port conges-
tion and improving ship turnaround time.

As indicated in an earlier paragraph, the work of the Marine Opera-
tions Division was facilitated by the inavguration of the Port Opera-
tions and Supply Movement Program, worked out by the Control and Plan-
ning Division, OCOT. The Movements Division, 0COT, also was particu-
larly active in implementing the Program. The 2nd MRS increased its
activities as a larger proportion and increasing amounts of supplies
were transported to the Armies by rail during the last quarter of
The size of this task will be described later, but an indication of the
magnitude of the effort made by 2nd MRS to meet its responsibilities is
found in Maj. General Ross's statement of 10 October that MRS crews were
working almost beyond the breaking point in their endeavor to keep sup-
ply trains moving forward.’

The several divisions of the OCOT, with their respective chiefs as

9 Personal letter to Maj.Gen. C.P. Gross from Maj.Gen. F.S. Ross, 10
Oct. 1944
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ember 1944, own .n e org tion

chart which follows:

Chief of Transportation - Major General F.S. Ross

Deputy Chief of Transportation (U.K. Base Section)
Col. D.S. McConnaughy

Deputy Chief of Transportation - Col. D.F. Traub

Executive - Col. S.A. Decker

Headquarters Jivisions:

Chief, Control and Planning Division - Col. H.A. Murrill
Asst. Chief of Transportation, Administration - Col. S.A.
Decker _
Asst. Chief of Transportation, Movements. - Lt. Col. H.L. Mack
Asst. Chief of Transportation, Supply - Col. M.G. Jewett
Asst. Chief of Transportation, 2nd MRS - Brig.Gen. C.L.
Burpee (General Manager) :
Asst. Chief of Transportation, Marine Operations - Brig.Gen. i
JeM. Franklin ¥
Asst. Chief of Transportation, Inland Waterways - Col. N.A.

Ryan
Asst. Chief of Transportation, Motor Transport Service -
Col. R.B, Warren

The responsibilities and activities.of the OCOT were considerably

enlarged when Headquarters, SOLOC was deactivated on 12 February 1945,
and control of its activities was transferred directly to Comzone head-
quarters. The SOLOC headquarters staff was incorporated largely into
Comzone headquarters. For example, Brig. General M.W. Gilland, formerly
of SOLOC became the G-4 officer, Comzone, and Maj. General T.B. Larkin,
formerly Commanding General, SOLOC, became Chief of Staff, Comzone.
Similarly, former T.C. officers in SOLOC were assigned to appropriate ' iil
positions in the OCOT, and, with their lengthy experience in both the
Mediterranean and the European Theaters, greatly aided the OCOT in car-
rying out its enlarged responsibilities. {
In several respects, the OCOT reorganization that accompanied these

developments permitted a greater centralization of transportation control b
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than had obtained formerly. Not only were the former trznsportation ac-
tivities of Delta Base Section and Continental Advance Section brought
under the supervision of the OCOT, but the independence of the MRS from

Transportation Officer, which had existed under SOLOC, was corrected.
It will be recalled that Brig. General firay, Director General, 1lst MES,
reported directly to the Commanding General, SOLOC, and the only phase
of railway operations with which the Transportation Officer, Brig. Gen-
eral Stewart, was concerned (aside from the coordination of railway sup~
Ply activities) was priority of rail movements in SOLOC. As previously
mentioned, during February the lst MRS and the 2nd MRS were placed under
the control of a General Headquarters, MRS, which was activated within
and made responsible to the theater Chief of Transportation. Brig. Gen-
eral Gray was appointed Director General, General Headquarters, MRS y ef-
fective 12 February 1945.

At the same time, Brig. General Stewart was appointed Deputy Chief
of Transportation, OCOT, to serve with Colonel Traub, who remained a
Deputy Chief of Transportation.lo Supervisory control of the several
divisions of the OCOT was divided between these two officers, in gen-
eral, along the lines of administration and operation. Brig. General
Stewart supervised and directed the activities of the Movements, MRS,
Inland Waterways and MTS Divisions, and Colonel Traub supervised and di-
rected the Control and Planning, Administrative, Marine Operations and
Supply Divisions. Brig. General Stewart also was assigned the responsi-
bility for organizing and controlling an integrated civil and military

10 yistory of the T.C. in the ETO, Vol. VI, Part 1, Chap. II, pp. 1-2.
Colonel McConnaughy was relieved from duty as Deputy Ch/T. » but re-
mained as Transportation Officer, U.K. Base. Other personnel changes
are recorded in the source cited above. :
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rail program, referred ART (Allocation of Rail Trarsportation).
Placing the Marine Operations Division under Colonel Traub's supervision
was explained as due to the desire to take advantage of the continuity
of his experience and background in the camplex shirping problems in the
theater, and because, with Xaj. jensral Ross, he represented the T.C. on
the theater Shipping Control Committee.

One other significant change in the 12 February reorganization was
the aprointment of Colonel Thomas Fuller, former Executive Officer,
Transportation Section, SOLOC, to serve as Executive Officer, OCOT. In
addition to carrying out the regular duties of his office, Colonel Fuller
was placed in charge of T.C. post-hostilities and redeployment planning.
With the 12 February reorganization completed, the structure of the OCOT

remained essentially unchanged throughout the remainder of the campaign.

Operating the Ports of Le Havre and Rouen

During September 1944 T.C. port headquarters were operating Cher-
bourg and the minor Normandy and Brittany ports as well as Marseilles
and the sub-port of Du Bouc. At the same time, Omaha and Utah Beaches,
operating under Beach Commands staffed largely by personnel from En-
gineer Special Brigades, continued to receive and distribute a heavy
flow of cargo. Beginning in October, Le Havre, Rouen, Antwerp and Ghent
successively were brought into operation, chiefly under T.C. port head-
quarters that were moved from other Continental assignments. Total
monthly discharge at all U.S. operated ports in western Europe increased
from 1,210,290 long tons in September to a peak of 2,039,778 long tons
in March 191.5.ll The record for April nearly equalled that for March

u T.C. Monthly Progress Report, prepared by Statistics Branch, 0COT,

Comzone, ETOUSA, 30 Apr. 1945, Table 7.
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ai then with the coming of VE-Day it fell off sharply. Thereafter port
operations concentrated on outloading persommel and supplies either for
operations against Japan or for shipments to the U.S.

The first of the new ports to be operated was Le Havre, which fell
to Canadian forces on 12 September. Le Havre lay at the mouth of the
Seine River and controlled seaway communications with the Paris region.
Tt was the third of the major ports in western Burope which had figured
in the preliminary planning for the initial operations against German-
occupied France, the first being Cherbourg and the second Brest.12
Brest was not captured until 20 September, and then, due to the damage
inflicted by its German defenders and the changes in the tactical situ-
ation, it was not brought under Allied operation. Consequently, Le
Havre, with its splendid tidal basin and its 11 miles of docks, fol-
lowed Cherbourg in the succession of major ports to be operated in
northern France.

Le Havre lay two miles up the Seine River where tides caused a 23-
foot variation in the height of the water outside the areas enclosed by
locks. Half the dock area, however, would accommodate vessels of over
25 foot draft. Before the war there also were appropriate facilities,
such as cranes, warehouses and dockside railway tracks, for handling
large amounts of cargo. But by September the city and port of Le Havre
were among the most completely devastated areas of the war. The Ger-
mans had concentrated a large number of small war vessels and speed
boats at Le Havre, which Allied bombers completely amnihilated on l4-

15 June. The bombers also exploded mines at the Transatlantique Mari-

History of the T.C. in the ETO, Vol. V, Part 1, Chap. III, Section
I, pp. 1ff.
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time Station, an damaged the Germa submarine base at the port. During
the latter part of July the Germans commenced their own systematic de-
struction of the port. They sank boats at important dock entranceways,
blew up large sections >{ quays & emolis 4 cranes, lock gates, etlc.
Reports based on th: .nitial sum srps of Engineers indicated
that the port was 100 percent des that the houses of the town
were 70 p it destroyed. French city officials confirmed this esti-
mate. 3

The Engineer units that were assigned to the rehabilitation of the
port included two general service regiments, two port reconstruction
and repair proups and four other units. Operation of the port, and as-
sistance in its rehabilitation, was assigned to the 16th Major Port,
formerly operating the Brittany ports.14 At that time, Brig. General
W.H. Hoge was in command of the Port, but ultimately (i.e., on 31 Octo-
ber) Colonel T.J. Weed assumed command.® Between 21 and 30 September
detachments of the 16th Port staff arrived at Le Havre and prepared to
commence operations as soon as the Engineer units could clear the dev-
astated beaches for the reception of landing craft and Dukws, remove
the anti-tank and anti-personnel mines, and prepare passage ways through
the debris in the streets of the tomm. The first LSTs carrying supplies
were beached at Le Havre on 2 October; nearly three weeks after the
port's capture. Additional LSTs arrived shortly thereafter, and during

the first week of operation a total of 4,396 tons of cargo was dis-
13
VA

Ibid, p. 5.

During the period 12 August to 30 September 1944, the 16th Port had
discharged 57,136 long tons at the Brittany ports.

The 16th Port was placed under the command of the Channel Base Sec-
tion, whose headquarters during November was located at Lille.

15
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charged from this type of ft.

Meanwhile, American and British Navy units were clearing the harbor
to insure anchorages for larger vesselé, and early in October they had
provided space for 2 total of 12. The rehabilitation of docks or the
construction of new docks proceeded more slowly, partly because it was
necessary to effect simultaneously the repair of lock gates in the inner
basin. By December, however, & floating dock was placed in operation
and floating piers erected by December were capable of accommodating
five Liberty ships, and quayside berths were able to take two more Lib-—
erties.16 The use of the inner basins was facilitated when on 30 Novem-
ber the gates at the entrance of the Lock Rochemont were completely re-
hung, enabling the first Liberty ship to pass thrcugh the lock on 16,
December.

During initial phases of operation warehouse facilities became of
jmportance because supplies were unloaded in quantities exceeding the
capacity of available motor transport to remove them. Consequently, it
was necessary to rehabilitate the greatly damaged warehouses in the port
area, although there was 1ittle repair material available. Repairs were
effected by salvaging material from wreckage and using it where most re-
quired. An almost continual downpour of rain slowed these operations
considerably.

Before the war, Le Havre had boasted of a recently built special
dock which was devoted exclusively to the handling of petroleum products.
Damage inflicted on the city did not exempt this dock, but on 8 October

the task of restoring existing facilities and constructing new ones

16 Ibid, p. 1l. Another report states that four concrete units were
towed from the U.K. and sunk in position to serve as docks.
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was exactl wo week Ject was completed a laceg
in service, thus supplementing the petroleum handling facilities avail-
able at Cherbourg.

method of port 1lsarance was by mctor vehicle, for the
damage 0 the rail network .n the port area s coupled with shortages of
material and equipme it, -ted in delays in railway rehabilitation.
3y 12 November, however, rail lines had been sufficiently restored to
permit the dispatch of the first train from Le Havre to Paris. Mean-
while, that is on 6 October, the White Ball Express truck service was
inaugurated. The purpose of this service was to clear the port area by
transferring tonnage to depots at Paris, Soisson and Reims. An account
of the operation will be taken up later in the discussion of Notor Trans-
port Service accomplishments,

During its first month of operation (October), the 16th Port dis-
charged 61,731 long tons of Army cargo at Le Havre. As rehabilitation
and construction work continued the discharge rate rose accordingly,
and by January 1945 a peak monthly figure of 198 »768 long tons was at-
tained. For the following months s the discharge rate remained almost as
high, so that by 31 May 1945 a cumulative total of 1,254,129 long tons
of cargo had been discharged at Le Havre.17

To add to these cargo handling accomplishments, during January Le

Havre became the principal troop debarkation and embarkation 'point in
17

T.C. Monthly Progress Report, Statistics Branch, T.C., USFET, 31
July 1945, Table 8A. Le Havre also had become the main reception
point for Civil Affairs imports. Short Report on Important Trans-
portation Developments in the ETO, 16 June 1945, p. 6.
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the ETO.18 Handling troops was facilitated by the use of the steel pon-
ton pier in the outer harbor, where three deep-draft troop ships could
tie up simultaneously. The Port constructed and operated the Red Horse
Staging Area with separate camps capable of handling monthly 160,000
incaming troops and 5,000 troops preparing for leave or furlough in
either the U.S. or the U.K. During the period from 1 January to 1 May
1945, the Port processed 885,051 incoming troops (not including leave
persomel).19 On 1 April 1945 what was termed Recovered Allied Military
Personnel (RAMPS), or repatriated persomel, began to arrive in the stag-
ing area for evacuation to the U.S. During that month, 19,230 RAMPs
were processed in the Le Havre staging areas.

Rouen might be considered the sister port of lLe Havre, for it was
located further up the Seine River, and was served by some of the same
rail lines and highway routes that ran between Le Havre and Paris. A
detachment of the 16th Port was dispatched from Le Havre, which on 10
October commenced discharge activities at Rouen, but on 20 October 1lth
Port personnel under Colonel R.S. Whitcomb began taking control, because
it was believed that the task required a full port headquarters. As a
matter of fact, the rate of discharge of Army cargo at Rouen ultimately
surpassed that at Le Havre, for during March 1945 a record 268,174 long

tons of cargo were landed at Rouen docks, justifying the establishment

18 on 15 January the 52nd Medium Port with its complement of 75 offi-
cers and 235 enlisted men under the command of Colonel W.J. Dego,
Jr., joined the 16th Port organization. Two weeks later the com-
bined ports were relieved of their assigmment to Channel Base Sec-
tion, and were assigned to Normandy Base Section, whose Northern
District then included the Le Havre area. History of the T.C. in
the ETO, Vol. VI, Part 2, P. 116.

Short Report on Important Trensportation Developments in the ETO,
pe 7.

19
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of separate port headquarters at the latter port

ihen the advance detachment of 16th Port personnel reached Rouen
during the first week in October, they found the facilities in fair
condition.20 The quays as a whole were not damaged greatly, but sunken
wrecks made them unusezble. The Germans also had destroyed all of the
ports! permanent cranes. The storage space, both open and covered, was
reported as excellent; only the sheds needed to be cleared of debris.
Already the French and U.S. Navy and Army Engineer units were engaged
in salvage and rehabilitation operations in order to reopen the port as
soon as possible.

The official opening occurred on 15 October when two coasters ar-
rived from the U.K. with a cargo of POL. By the time the 1lth Port took
charge, 3,047 long tons of cargo had been discharged, two thirds of
which were cleared from the port by road. At that time, berthing space
was available for nine ships, and it was estimated that the port was 20
percent rehabilit.ated.zl By the end of the year rehabilitation was 75
percent completed, in terms of the port's normal capacity. Cargo dis-
charge increased from 26,891 long tons in October to 133,609 long tons
in December. In addition, from the time the port began to handle per-
sonnel shipments, 10 November, to the end of the year, 51,111 troops
debarked and 829 were embarked. All of this passenger traffic was car-
ried in and out of the port on landing craft of various kinds, or on
coasters.

The 11th Port met and overcame many of the problems incidental to

20 History of the T.C. in the ETO, Vol. V, Part 1, Chap. III, Sectiom

I, p. 19G.

Ibid, p. 175. Available berthing space was increased by the instal-
lation of an English floating dock.

21
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operating a damaged European port, and certain problems peculiar to
Rouen. The first truck convoy forwarded by the 1lth Port cleared from
Rouen on 20 October, but until the end of the year there was a general
shortage of trucks for moving the amount of cargo a.va:Llable.z‘2 Some of
the shortage was attributed to the great amount of time that trucks con-
sumed making the trip to the transit area and return. Closer supervision
of truck movements was instituted and the turnaround time was materially
decreased. During November the three truck companies assigned to the
Port were able to keep only 80 vehicles during the day and 60 at night
working on dock clearance, because a large part of their time was re-
quired for housekeeping duties.

Port clearance by barges on the Seine River was delayed because of
flood conditions. Beginning with 22 November, however, it was possible
to dispatch loaded barges toward Paris, some carrying French civilian
supplies and some U.S. Army cargo. It was reported that a lack of suf-
ficient motor towing launches held down to 24,067 tons the amount of
cargo moved up to the end of the year. Another handicap to the 11th
Port was a lack of sufficient labor. Efforts to relieve this condition
resulted in securing 1,000 POWs on 24 November and an additiomal 1,500
before the end of the following month. In addition, 17 local stevedore
companies were contacted, and by 31 December they were furnished 2,000
civilian dock hands and laborers. Also, more than 400 natives were
hired as clerks, interpreters and laborers on a permanent basis.

Prior to the time the 11th Port took charge of operations, the 16th
Port detachment had succeeded in loading a large number of railway cars,

22
Some of the convoys leaving Rouen joined the White Ball Express serv-

vice operating to . _ly Paris and eastern depots until January 1945.

5
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but most of these had not bee moved, pending further improvement in

the rail lines. Many switches and rails had been damaged and had to be
repaired by the Corps of Engineers. It was not until 17 December that
the first comnmection was made with "outside® rail facilities, and even
then delays continued s the result of mechanical difficulties in the
old French switch engines employed, and an insufficient number of switch-
ing locomotives. Later some U.S. switch engines were brought in and re-
lieved the situation.

Initially, the 1llth Port also lacked complete information as to the
time of ships arrival, and the type of cargo and vessel coming up the
Seine. This difficulty was partly overcome bv stationing Coast Guard
Cutters at appropriate points along the river, and having their officers
telephone information regarding the time of ships' passing to Naval an-
thorities at Rouen. There also was some difficulty from breakdown of
port gear and equipment, without the necessary time, troops or supplies
to effect their speedy repair. One policy which contributed to more
efficient port operation, however, was the division of the port into
three sections, each section being operated as a unit. Improvement in
the prevention of pilferage resulted from the arrival of an ¥P company
on 13 November, and the almost simultaneous assigmment of 72 additional
civilian police for appropriate disposition by the 11th Port. Further
protection followed the employment of patrol boats on the Seine River.

Other problems were encountered as rehabilitation work progressed
and more cargo arrived monthly at the port, but on the whole these were
successfully overcome. ASs previously indicated, the rate of cargo dis-

charge continued to mount during 1945 to its peak in March, so that by

b
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1 May a cumulative total of 1,126,500 long tons of cargo, almost exactly

the same as that for Le Havre, had been discharged at Rouen.

The Growing Importance of Antwerp

According to a SHAEF, G-4, report of 5 July 1944, it was assumed
that aAntwerp, Belgium, would not fall to the Allies until mid-February
1945. It also was estimated that by the following 6 March the discharge
capacity of the port would amount to 3,300 t;ns of cargo per d:«.ly.‘?3
However, the port of Antwerp was captured on 5 September 1944 and after
the 55 miles of the Scheldt River extending from the coast to the port
had been cleared of German troops, the first Allied cargo vessel reached
the port on 26 November. During December intwerp discharged an average
of 13,092 tons of U.S. Army cargo per day. But vhile the benefits of
securing 26 miles of dock frontage and a large amount of port facilities
in a relatively undamaged port came much sooner than had been expected,
the acquisition of Antwerp also produced many problems.,

Before noting these problems and the mamner in which they were
overcome, it is appropriate to refer to certain aspects of the delay in
clearing the Scheldt estuary. A previous chapter has mentioned General
Eisenhower's decision to make an all out effort to secure a crossing of
the lower Rhine before attempting to free the seaway approaches to Ant-
werp. Finding his initial attempt to cross the Rhine abortive, General
Eisenhower assigned Canadian troops to the difficult task of driving the
Germans from the lower Scheldt. By November the assignment had been car-

ried out. leanwhile, Maj. General Ross, the theater Chief of Transpor-

History of the T.C. in the ETO, Vol. V, Part 1, Chap. III, Section
on 13th Major Port, p. 16.

TRESTRICFER. - 257 -



_RESTRICTED

tation, stated that from a logistical standpoint, he regretted the de-
lay in opening the part of Am:werp.24 In addition to the docks and port
facilities that Antwerp offered for discharging the large number of U.S,
vessels awaiting the chance to deliver their cargo, there was the short
haul of supplies to the Armies. During November it was estimated that
the average round trip distance for trains supplying the First and Ninth
U.S. Armies from Antwerp would be approximately 200 miles. In contrast,
the mileage turnaround from Cherbourg to Liege (from which the Armies
were then supplied) was 1,044 miles. The railway power and rolling
stock required for every 1,000 tons of rail 1lift out of Normandy could
effect a 1ift of from 2,500 to 3,000 tons out of Antwerp.

The Germans were fully aware of the value of Antwerp for meeting
Allied supply requirements Indeed, they believed that the defense of
the Scheldt approach to Antwerp was the decisive factor in the further
conduct of the war. Captured German documents revealed that on 7 Octo-
ber the German High Command feared that with the port of Antwerp in Al-
lied possession, a deathblow might be dealt to northern Germany and
Berlin before winter. German troops were urged, therefore, to defend
the Scheldt blockade position at all costs.

This fact has raised speculation concerning the German failure to
destroy the port facilities at Antwerp as they destroyed those at Cher-
bourg and Marseilles. One tenable theory is that the Germans intended
to recapture the city at a later date and again employ it for handling
German cargo. Whether or not this is correct, it is certain that begin-

ning with 7 October the Germans endeavored to accomplish the ports' de-

24 Personal letter to Maj.Gen. C.P. Gross from Maj.Gen. F.S. Ross, 10
Oct. 1944.
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truction by empleyin flying bomb: and rockets. On that day the irst
of the deadly missiles, ultimately amounting to 4,883 V-2 and V-1 bombs,
in addition to 1,712 rockets, fell on Antwerp. The siege lasted ’or
175 days and not only czused considerable damage in the populated areas
of the city (indiczted by the fact that 2,900 civilians were slain and
7,863 wounded), but in some instances, heavily damaged port facilities
and caused 628 casualties among U.S. 'c,roops.25

During peacetime Antwerp was one of the world's most important
harbors and at the same time it was Belgium's greatest commercial
Until the outbreak of World War II, the harbor at Antwerp in terms of
vessel activity compared with Rotterdam, Hamburg and New York.26
total traffic in 1937 involved the movement of 58,000,000 tons of cargo.
Approximately 28,500,000 tons of this cargo were moved by sea, 11,000,000
by rail and 18,000,000 by inland waters. In addition to its 18 maritime
docks and 7 barge docks which provided approximately 26 miles of dock
frontage, the port possessed ample shed and storage space. There were
880 warehouses in addition to more than 238 acres of covered or open
storage space. There were 625 hydraulic and electrical hoisting cranes
and more than 200 acres of petroleum installations. The port also pos-
sessed 12 drydocks, the largest of which was 740 feet long.

Antwerp was amply served by rail, and more than 500 miles of double
track line were located in the harbor area alone. It might be noted

that most Belgian railway track was standard gauge, although there was

25 A V-2 bomb fell squarely on and destroyed the largest crane in the
port, a 150-ton Belgian-omned crane. On 20 January a direct hit on
a warehouse caused severe damage to the building and its contents
of Army cargo. Four days later a ship was hit at berth. Tt sank
but was later raised and most of the cargo salvaged.

History of the T.C. in the ETO, Vol. VI, Part 2, Chap. III, Sec-
tion VI, pp. 74ff.
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a considerable amount of meter gauge lins. The network of navigable
waterways which linked Antwerp with various areas in Belgium totalled
1,370,000 miles. The most important of these water lanes was the Albert
Canal extending between aintwerp and the Liege area. Ample space was a-
vajlable for the movement of motor vehicles a‘ quayside, and four wide
roadways led through the tom.

While the port and its facilities were left relatively intact when
the Germans withdrew, there was nevertheless considerable rehabilitation
and repair work required befors the Allies could utilize the port to its
former capacity. Some of the quays and basins had to be cleared of
sunken German barges and small vessels, as well as many tons of steel
and barge material., Approximately 100,000 cubic yards of sand that lit-
tered the quays and covered many rail tracks and crane rails completely
blocking certain berths, had to be removed.

After the port began operating, it used a considerable portion of
this sand as ballast for departing vessels. Some of the quay walls had
been shattered either by bombs or by German demolition charges, and it
was necessary to repair most of them before they could again be employed
for berthing ships. One gate at the Kruisshan Locks, the main entrance
to the U.S. sector of the port from the sea, had been damaged by a Ger-
man time bomb, and it was necessary to effect repairs before the basins
behind it could be filled and made navigable to deep draft vessels.

This repair was not completed until December 1944.

Railway tracks and transfer points in the port area required com-

plete rehabilitation and rails removed by the Germans had to be replaced.

The rehabilitation of sheds and structures was carried out, and badly
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damaged buildings along thi veterfront were repaired where possible.
This type of repair work continued throughout the period of buzz-bomb
attacks. A considerable part of the repair and rehabilitation work was
undertaken by the British under 2lst Army Group supervision, although
American units, particularly railway troops, assisted in some of the
initial repair work. It was estimated that by the time the port was
piaced in operation, 38 percent of its potential berthing space had
been rehabilitated. By the end of December, 87 percent of the poten-
tial berthing space was available.

An important phase of preparing the port for operation was the mine
sweeping and dredging in the Scheldt River, which in some places was
nearly a mile wide., Perhaps it was the size of this task that delayed
the admission of the first incoming Allied cargo vessel from 15 to 26
November. Also it should not be overlooked that a large number of anti-
tank and anti-personnel mines placed in the port area by the retreating
Germans had to be cleared out before it was safe to commence operations
in the port area.

T.C. units assisted the British in the initial survey of the port
area during September, and laid plans for futwre operations. By 18 Oc-
tober an agreement was signed between the British 21st Army Group and
the U.S. Comzone Headquarters, providing for a division of the inner

harbor (the basins) of the port between the two countries, and a joint

use of the outer harbor, that is, the docks along the river.>! This

agreement, subject to later amendments, assigned a large portion of the

northern section of the port to the U.S. and reserved the southern sec-

<7 History of the T.C. in the ETO, Vol. V, Part 1, Chap. IJI, Section
on 13th Major Port, pp. 1ff.

REOFGHD - 260 -



RESIRIGHED™

tion, inelucing the ity of antwerp, to HhE pritish., & joint British-

7.5, lovements and Transportation Committee Was established te plan and
coordinate British and 1.5, movement by road, rail and inland water

~+i4n the later inclusicn of Belegian representatives this

transnort.

committes becane wnown as " BELEOTY {Belzian Hovemants Qrganization fer

; 28 : S A -
Transnort). Tne 21 Octobelr sereement a2lso provided that in so IAr a&s

o

possible ymerican cargo was to be moved direct from quayside tO advance
devot, and that any storage required in the port area woild be of in- iF
transit character. t+ was estimated that the U,5. would move approxi- i
mately 22,500 tons af cargo per day, exclusive of bulk POL, to its de-

pots in tne iiepe-Namur and the Iixembourg areas. The gritish estimated

that they would move approximately 17,500 tons of cargo exclusive of

bulk POL to British advance depots. Provision also was made for move-
ment effected by Belgian civil traffic. (
E

The port was placed under the control of & British Naval commander
under whom there was to be a Port Executive Committee. This Committee
would contain representatives of the British port commander and the
American port commander, each having exclusive jurisdiction in his omn
area. It should be added that the U.S. port commander Wwas responsible
to the Commanding General, Channel Base Section, Comzone, who was to

insure coordination control and administration of all U.S. forces at

Antwerp.

Antwerp Under the 13th and 5th Ports

ivailable historical records are somewhat contradictory as to the

28 .
Tbid, Vol. VI, Part 2, p. 114. The U.S. Port Area Transportation

Officer accepted the allocations decided upon by BELNOT.
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american port organization at Antwerp. Despite the conflicting evidence
it appears that during October the 13th kajor Port, formerly operating
at southern British ports, received the initial assignment to prepare
for operations at Antwerp. A large portion of the port persomnel reached
Antwerp by train on 26 October. They were preceded by some of the per-
sonnel of the 5th Major Port, formerly operating in the Brittany
sula. Eventually, the remainder of the staff of both Port headquarters
arrived at Antwerp and though they were formed into one operational umit,
each retained its own organization. Technically, the 5th Port was at-
tached to the 13th Port.?9 The commander of this combined unit was
Colonel Dosswell Gullatt, C.E., who received his appointment on 13 Octo-
ber. He formerly commanded the 5th Engineer Special Brigade at Omaha
Beach.

The first Allied vessel to enter Antwerp contained a large detach-
ment of port headquarters personnel and their organic equipment.
vessel was followed by the arrival of many others carrying U.S. cargo
for the American Armies. As previously mentioned, discharge began on
28 November, and thereafter the port was operated in high gear. Help-
ful to this operation was the arrangement that the American section of
the port be divided into eight areas, each of which was opsrated as a
unit.

The Port headquarters successfully secured a large amownt of U.S.
dock and floating equipment to supplement that which was Belgian and
British owned. For example, during December the pool of floating equip-

ment, was enlarged by the addition of 17 small tugs, 6 floating cranes

29 114, p. T
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The port headquarters at Antwerp had some difficulty in sorting in-
coming cargo. In part, this difficulty arose from the necessity for
prompt clearance, but it also was caused by the desire of various serv-
ices for particular tvpes of commodities or particular items. Even when
a ship was commodity-loaded with Q.M. Class II items, there might be some
difficulty in locating the exact items required by Q.k. representatives

Antwerp followed the general pattern of European ports in being
able to unload more cargo than could be moved forward pramptly to dumps
and railheads. For example, even before the German Ardennes offensive
a sizable stock of cargo had to be placed in port storage. The rate of
clearance subsequently improved, so that by the end of December, instead
of storing one ton for every two tons of cargo discharged, there was an
excess of forwardings over tonnapes discharged. Iuring the first five
davs of December, clearance by motor vehicles was double that by rail-
way cars. Railwav operations from intwerp initially were handicapred
by shortages in rollings stock, but after mid-December rail loeds regu-
larly tooned those carried by other means of transpor%ation from the
port, and the average number of railway cars loaded rose fram 160 per
day to over 350 ver day. ‘or the entire month of December rail clear-
ance covered 44 percent of all tonnage cleared, against 40 percent for
motor transport. The inland waterways accounted for the remainder.

It should be noted that road clearance from antwerp was directly
connected with the establishment, on 28 November, of the ABC Express mo-
tor service. The name for this special motor haul was taken from the
initials of the American, British and Canadian armies, each of which re-

ceived some of the cargo hauled, The operation of this service, in
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hiich the LS. rmv cc itrolled all routes allocated primarily for U.S.
traffic, while routes used jointly with the British or the Canadians
were jointly controlled under senior British authority, will be de-
sceribed in connection with Motor Transport Service actiyities.

The British hacd plarmned to open the Albert Canal to Liege by 15 De-
cember, but they were delayed in removing one of the destroyed bridges
at the entrance to the Canal. In order to commence barge operations as
quickly as pessible, however, the OCOT developed a plan for the movement
of barges over an alternate route to Liege, that is by way of Charleroi.
Consequently, from 30 November until 23 December barges were moved the
long way around to Liege. By the time the Albert Canal was opened, the
Battle of the Bulge was on, and ADSEC, Comzone, placed an embarge on fur-
ther movement of barge cargo. By 31 December the embargo had immobilized
202 loaded barges.

The German counteroffensive of mid-December also affected Antwerp's
discharge and movement capacities because it héld up the movement of
trains. The principal reason for this delay was that not only barges
but railway rolling stock were used as movable warehouses. Approximately
35,000 railway cars were loaded and left behind the depots threatened by
the German drive, so that few empty cars were available for loading at
Antwerp., As a further handicap in railway operations, trains moving
from Antwerp to the forward areas frequently were strafed by enemy
planes.

Special care also had to be taken against sabotage and German para-
troopers. These precautions were required during a period of severe win-

ter weather, so that train zuards had a difficult assignment. It might
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ne added, howWever, that their work was not as arduous a3 that of the
truck drivers who had to haul cargo through fog and snow aleng icy roacds.

puring the snort last week in November tnat brought the beginning
of port operations, 2 +obal of 5,873 long tons of U.S. Army CELEC was
discharged ab Lpbwerp. FOT the entire month of Tecember the jmpressive
total of 427,592 long tons of cargo were taken off 1.5- vessels at ant—
werp docks. This extensive cortribution to Lhe supply of jmerican Ar-
mies conceivably would have been greater had port clearance not been ad-
versely affected by the German counterof fensive. On the other hand, the
counterof fensive alone does nol seed to have been responsible for keep-
ing down the total. It had been estimated that pntwerp could operate
most efficiently with 60 vessels at nerth each day, yet for various rea-
sons this number Was nob maintained during Decembers. The reasons Ui
doubtedly included & reluctance teo bring too many ships into Antwerp un-
il the outcome of the German drive could be determined, and also until
port clearance facilities could be jncreased., In any case, the numbeT
of vessels working daily during Necember NEVer excesded 56 and at times
was as low as 30. T+ should be noted that this gsituation developed at
a time when thers Was a large becklog of vessels in European waters
awaiting assignment to berth, and S0 could not be attributed to a lack
of shipping.

puring 1347 with the cessation of the threat fram the German A=
dennes offensive, the continued advance in the rehabilitation of antwerp,

the addition of harbor craft and port equipment and the release of barges

and railway cars for port clearance brought steady progress in the rates
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of discharge a  port clearance.30 The f ollowing tabulation records
the amount of cargo discharged at antwerp and the amount cleared from
the port by motor, rail and barge for the first three months of 1945:

MONTHLY DISCHARGE AND PORT CLEARANCE RATE AT ANTVERP,
Januarv-March 1945

(Long Tons)
Cargo Discharged Cleared from Port by
Rail Road Barge Total
January 1945 433’094 238 9 518 120 :799 41:616 ‘w:933
February 473,463 306,036 169,469 57,868 533,373
March 558,066 302,018 184,169 74,020 560,207

Operating the Port of Ghent

During January 1945 the Belgian port of Ghent, lccated within the
area of the British 21st Army Group, was opened under the joint opera-
tion of the British and the Anme‘ricans.3 1 The port had not handled gen-
eral cargo for the five previous years, having been used by the Germans
only for barge traffic in sand, gravel and bulk steel. Most of the
cranes had been dismantled, and those remaining had received practically
no maintenance. No dredging had been accomplished while the port was in
use by the Germans and many high silted spots existed in the harbor. Ex-
tensive work was required, therefore, in the rehabilitation and develop-
ment of the port..

The 17th Major Port and attached units arrived at Ghent on 15 Janu-
ary, and a week later (23 January) began discharging the first U.S. car-
go ship. During the month of January, 15,742 long tons of cargo were

discharged. A steady increase in rate for the succeeding months culmi-

39 Wstory of the T.C. in ET0, Vol. VI, Part II, pp. 73ff.

1
3 Short Report on Important Transportation Developments in the ETO,
Pe 5e
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nated in a peak discharge of 277,553 tons of Army cargo during April
1945. By 31 May the port had discharged a total of 793,456 tons of Army
cargo. Meanwhile, on 22 April 1945, the U.S. 17th Port was given com-
plete control of port operations, except for several berths which were

retained for British discharge of civil affairs cargo.
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XI. LOGISTICAL SUPPORT FROM SOUTHERN FRANCE

While the First and Third U.S. Armies were driving toward the Ger-
man border in the summer of 1944, the Allies undertook the long delayed
invasion of southern France. On 15 August (D plus 70 of the Normandy
assault) the Seventh U.S. Army and units that later became the First
French Army successfully landed on the Riviera beaches, captured Mar-
seilles and several smaller parts, and moved rapidly northward to form
a juncture with the Third Army. Thus a new route was inaugurated for
the movement of reinforcements and supplies, particularly to the Ameri-
can Armies fighting before the Siegfried Line., The route was not estab-
lished in time to support the momentum of the eastward drive that fol-
lowed the St. Lo breakthrough, but it was tremendously helpful in later
operations. In fact, it would be difficult to overemphasize the impor-
tance to the Allied cause of the commmications extending northward from
lMarseilles. Support for this view may be found in statistics for the
discharge of personnel and cargo in southern France.

Within six weeks of the landing date, 380,000 troops, 306,000 long
tons of general cargo, 69,312 wvehicles and 17,848 long tons of bulk gas-
oline had been moved across the assault beaches.l Meanwhile, the ports
of Marseilles, Toulon and Port de Bouc had been opened to discharge, and
during the month of September (Marseilles did not commence discharge of

}s 146,297 long tons of cargo and 122,263
persons were discharged at southern French ports.® During the following
month personnel debarkation at the ports increased slightly and dis-

1 Historical Record, OCT (U.S.), AFHQ-NATOUSA, July-Sept. 1944, pe 2.
The beaches were closed out in September.

History of the 6th Port, Vol. V (July-Oct. 1944), Exhibits F and I.

2
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charge of cargo rose to 404,365 long tons. Further monthly increases
helped to account for a total of 939,450 personnel, 4,726,188 long tons
of cargo, and 177,078 vehicles discharged at Marseilles and its satel-
lite ports by July 1945.> By way of comparison, it may be noted that
these ports discharged more U.S. Army cargo and vehicles than any single
European Atlantic port, and debarked more troops than any such port save
one (Le Havre), in the period prior to July 1945.

These accomplishments, coupled with the ability to ndeliver the
goods® in the forward areas, jndicate that without the logistical sup-
port of southern France, the ultimate success of the Allies Armies in
Europe might have been considerably delayed. Most of the support was
provided for the Seventh U.S. Army and the First French Army, both of
which on 15 September 1944 were placed under the control of the Sixth
Army Group (later redesignated the Southern Group of Armies), but on oc-
casions units of the Twelfth Army Group (later redesignated the Central
Group of Armies) also received some support from the south.

As previously explained, planning for the invasion of southern
France was subject to & number of changes, including what became a tem-
porary decision to abandon the entire project. At the Casablanca Con-
ference in January 1943, it was first decided to launch an assault a-
long the Riviera simultaneously with the assault on western F‘x‘a.m:e.4

By the time of the Quebec Conference (August 1943) when the draft plans

Port de Bouc was used primarily for the discharge of bulk POL products
and Toulon was used principally by the U.S. Navy or the French govern-
ment. Nice received only negligible shipments of U.S. Army cargo.

Report of Operations in Northwest Europe by General of the Army D.D.
Eisenhower, p. 11ff. (The revised edition of this report is the Re-
port by the Supreme Allied Commander to the Combined Chiefs of Staff
on the Operations in Europe of the Allied Expeditionary Force.)

RESTRICTED™- _ .,



RESTHITYES™

for Overlord were approved, the Combined Chiefs of Staff also approved
planning for an offensive operation in southern France, to be designated
Anvil, in which U.S. and French troops would participate. The operation
was to establish a lodgment in the Toulon-Marseilles area and "to ex-
ploit northward in order to create a diversion in connection with Over-
lord."5 At the same time it was believed that if possible an airborne
operation also should be initiated in southern France.

By December 1943 plans were laid to launch a two division assault
against the area between Toulon and Nice, and secure an eventual buildup
of a force of 450,000 troops. The planning was conducted by a gpecial
group, Task Force 163, working in Algiers under the Supreme Allied Com-
mander in the North African (NATOUSA), later the Mediterrxanean Theater
of Operations (M‘I‘OUSA).6 After General Eisenhower's transfer to become
head of SHAEF, this commander was General Sir H. Maitland-Wilson. The
tactical command of the operation was jointly exercised by Vice Admiral
H.K. Hewitt (Naval Forces), Maj. General A.M. Patch (Ground Forces) and
Brig. General G.P. Saville (Air Forces). Thesplamers were assisted by
appropriate branches of Allied Force Headc:uarters (AFHQ) , particularly
the Office of the Chief of Transportation (U.S.), AFHQ, NATOUSA, and on
the strictly American side by Headquarters, NATOUSA, and Headquarters,
S0S, NATOUSA.

The first setback in the planning occurred on 23 January 1944, when
General Eisenhower reported to the Combined Chiefs of Staff that the Al-
lies did not have sufficient available landing craft to launch concur-

5 General Marshall's Report on the Winning of the War in Europe and the
Pacific, p. 18.

6 Supplying the Combat Soldier, prepared by Hqs., Communications Zone,
ETO, Section II (pages unnumbered).
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rently a seven divisgion assa ‘tern France and a two division as-
sault in southern France. This report did not agree with CCS calcula-
tions, but after an exchange of views General Eisenhower's position was
accepted, and on 24 March the iavil operation was postponed until 10
Probably because Gereral ‘faitland-Wilson, SAC, in the Mediterra-
areas and the British Chiefs of Staff in London desired to abandon
all plans for the Anvil operation, many American officers believed it as
good as dead. In fact, when during the following May renewed considera-
tion was given to an Allied landing in southern France, the operation
: received a new code name, Dragoon.
; Meanwhile, that is before January 1944, preliminary supply planning
for Anvil had become well advanced in the North African Theater. The
S05, NATOUSA, had begun to place requisitions for supplies and equipment
‘ 1 for Anvil on the U.S.7 For example, Project TC-3-44, covering T.C. sup-
plies and equipment for the invasion and subsequent port operations had
been approved early in January 191.4.8 Supplies and equipment for Jili-
tary Railway Service operations in southern France, and for other serv-
ices, when not available in local stocks, also were requisitioned from
the U.S.9 What has been termed *a large portion of the supplies" wus
received in the theater before plans for the invasion were changed on
2, March, and further evidence that the entire operation would be called
off, is found in the 14 April order cancelling further shipments from

the U.S.lo Materiel already received was held in theater stockpiles,

7 Supplying the Combat Scldier, op.cit.
8 Historical Record, SOLOC, Office of the Transportation Officer, p. 20.

9 iost of the cambat and service troops for invil were to be obtained
from units already in the theater,

10 supplying the Combat Soldier, op.cit.
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fortunately available when planning was resumed.

An interesting feature of the initial supply planning was associ-
ciated with the request for Wflatted"® cargo vessels from the U.S. Be-
cause extensive combat operations in Italy placed heavy demands on sup-
ply facilities in the western Mediterranean, and available port and per-
sonnel capacities would not permit all the necessary pre-invasion prepa-
rations that had accompanied fulfillment of the Bolero program in the
U.K., the S0S, NATOUSA called upon the U.S. to bottom load 100 vessels,
principally with rations and ammunition, to constitute & floating re-
serve for the first 60 days of the invasion. These ships would also
carry additional cargo to the Mediterranean, but this cargo would be
unloaded and only the bottom cargo, flatted over with boards, would be
left in the holds of the vessels. The theater then would use the tem-
porary flooring as a base on which to store vehicles intended for dis-
charge in southern France. In other words, the vessels would be used
as Motor Transport Vessels, to use the term applied in northerm Furope,
but would serve the additional purpose of providing readily available
supplies of rations and ammunition, After Dragoon planning began, about
60 such vessels were employed in preparing for the invasion.

During May 1944 there were indications that preparations for the
invasion of southern France might be resumed, and later the Dragoon op-
eration was approved with a target date of 15 August., Task Force 163
resumed its planning activities, and on 14 June released phased requisi-
tions to the base sections. The base sections then began packing, mark-
ing and waterproofing supplies.

In effect, the preparatory period was quite short. The Dragoon op-

RESIRTED  _ ,,, _




o
"

RESTRIBHED=

wration s the largest that t  illies had undert. n the iWediter-
ranean area. The Naval force was equal in size to that which supported
the U.S. landings in Normandy - approximately 125,000 Naval personnel
took part in each operation. According to Navy reports there were 880
ships and craft assigned to the assault, and 1,370 shipborne landing
craft were employwed.]'l This force included 515 U.S., 283 British, 12
French, 7 Greek naval ships and landing craft, and 63 merchant ships of
various nationalities. The D-Day assault troops camprised four divi-
sions, and a total of 1l were employed in the entire operatiom.

Loading the force had to be effected in widely separated ports re-
sponsible to different base sections within the jurisdiction of S0S, NA-
TOUSA. More than half the vessels for the assault and follow-up convoys
to 31 sugust loaded at the busy port of Naples (the principal port of
discharge for reinforcements and supplies destined for the 5th Army
fighting in Italy), and the rest loaded in Taranto (southern Italy),
Corsica and Oran, Algeri.a..]'2

Naples, which was operated by the 8th Mobile Port under the Penin-
sular Base Section, NATOUSA, was forced to cut drastically her discharge
program while mounting its share of the Dragoon assault force., 4 spe-
cial Group Headquarters was established with personnel drawn from the

10th Port Headquarters, to supervise, under the Transportation Sectiom,

Peninsular Base Section (PBS), all concentration areas for Dragoon

Report of Fleet Admiral E.J. King to the Secretary of the Navy for
Operations for the period 1 Mar. 1944~1 Mar. 1945, p. 48. A theater
report states that there were 438 ships and landing craft. Histori-
cal Report, OCT (U.S.), AFHQ-NATOUSA, July-Sept. 1944, p. 13.

Most of the follow-up convoys were loaded at Naples and Oran, and
sailed for southern France in five day intervals.
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troops and all loading.l3 A prestowage section also operated under the
Transportation Section, PBS. The 7th Army furnished a priority list for
use in preparing loading plans. Working in harmony with the Group Head-
quarters, the prestowage unit plammed the stowage of 7th Army cargo, and
sent the prestowage lists to the Group for effecting the actual loading.
Somewhat similar developments occurred at the other Mediterranean ports,
in which Dragoon forces were mounted and from which they received rein-
forcements.

It is evident that with the distance between ports and the diffi-
culties of transshipping cargo between them, due to the lack of avail-
able coasters, each port had to be certain to load all of its own cargo
on the vessels allotted to it in other words, it was not easy to
shift an overload to another port, or to effect last minute changes in
loading plans based on changes in the troop list. The careful coordina-
tion of loading plans by the Planning Group, Office of the Chief of
Transportation (U.S.), AFHQ, and Headquarters, S0S, NATOUSA, kept load-
ing difficulties at a minimum.

The first flight of cargo vessels began loading at Naples approxi-
mately 15 July, and by 1 August outloading was progressing with great

Available theater reports have not included the amount of car-

go and troops loaded prior to D—Day,15 but up to the end of August 1944,

13 y.s. Army Transportation and the Italian Campaign, op.cit., pp. 76If.

U On 9 August the embarkation of the U.S. assault forces, that is, the
3rd, 36th and 45th Infantry Divisions, commenced at Naples. Invasion
of Southern France, Report of the Naval Commander, Western Task Force,
P 370

One report mentions the allocation for D-Day of sufficient vessels
to 1ift 151,000 personnel, together with their organizational equip-
ment and 21,500 vehicles. Historical Record, OCT (U.S.), AFHQ-
NATOUSA, July-Sept. 1944, p. 13.

15
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‘s luaded at Uediterransan ,orts :arried the

following totals of troops and vehicles :1'6

Personnel Vehicles

Ex Naples 144,212 22,543
Ex Oran 29,484 75345
Ex Corsica 48,633 9,364
Ex Taranto 30,051 4,535

The Landings in Southern France
On 9 August the first section of the assault convoy left Naples

and other sections followed fram other ports to reach the assault area
by 15 August. As previously mentioned, the assault force consisted of
four divisions, the veterans of the U.S. 3rd, 36th and 45th Infantry Di-
visions, drawn from the Sth Armmy, and the 1lst French Armored Divisiom,
together with a Special Service Force and French Comnandos.l7 The U.S.
divisions operated under the VI U.,S. Corps commanded by Lt. General L.K.
Truscott, Jr. H-Howr was set at 0800 for three beaches, located at
Cavalier Bay, St. Tropez and San Raphael, extending over a 1l5-mile area.
Preparations for the assault landing had included intense bombing
by the kiediterranean Allied Strategic Air Force, against German-held
bridges, tunnels, viaducts and railroad yards. Bombing had started on
29 April and was stepped up to great intensity during the four days pre-
ceding D-Day. Particularly heavy bombing occurred from just prior to
dawn of 15 August until just before H-Hour, and during the latter period

was accompanied by Naval gunfire and rocket fire, which appeared to para-

16 Ibid, p. 14. The Historical Record also notes that during the same
period, 175,000 long tons of supplies were discharged on southern
France beaches.

17 Report of Fleet Admiral E.J. King, op.cit., p. 49.
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lyze the enemy forces.

On the evening of 14 August the Air Forces had made a drop of the
1st Airborne Task Force, composed of British, American and French units,
astride the Argeus River, west of St. R/s.pha.el.l8 This airborne unit
succeeded in blocking an important road behind the German coastal de-
fenders. Furthermore, about midnight before H-Hour, French Commandos
and units of the First Special Service Force landed from ships on the
Hyeres Islands, southwest of the mainland assault beaches, and seized
them against practically no opposi‘l:.ion.:L9 Meanwhile, diversionary groups
were operating to the eastward in the Nice-Cannes area, and to the west-
ward between Toulon and Marseilles, where a mock landing and repulse
were staged at la Ciotat, producing considerable enemy react.ion.20

The landings of the main assault forces at the three beaches desig-
nated Alpha (Cavalier Bay), Delta (St. Tropez) and Camel (San Raphael)
were carried out against weak opposition. The German 19th Army, which
vas responsible for the defense of southern France, had allotted only
two divisions to defend the 100 mile coast line from Toulon to Nice.zl
In the 15-mile stretch of the assault beaches were stationed only two
enemy regiments and one half of these troops were conscripts from German

dominated countries. Consequently, German resistance was soon overcome,

and with the help of the French Forces of the Interior, the invading
18

General G.C. Marshall's Report on the Winning of the War, p. 35
The decision to employ the air drop was not revealed wtil 15 July.
Supplying the Combat Soldier, op.cit.

19 Report of Fleet Admiral E.J. King, op.cite., pe 48.
20 1bid.
2l me World at War, 1939-1944, A Brief History of World War II, p. 307.
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forces captured large numbers of pr:lsoners.z:Z

The French and the main body of U.S. troops then moved westward,
the French to seize tlie ports of Toulon and Marseilles, and the Ameri-
cans to drive for the Rhone Valley. At the same time a Special Task
Force of the 36th U,S. Division headed directly north of the beaches
and by 25 august (D plus 10) had seized Grenob].e.23 This force then
turned west to cut off the German columns retreating before the Ameri-
can forces advancing along the Rhone River. By 3 September Lyon was
captured and elements of the victorious 7th U.S. and 1lst French Armies
Joined patrols of the 3rd U.S. Army on 11 September near Dijon.

Ueanwhile, discharge of troops and cargo continued at the beaches,
and the southern French ports had fallen to the Allies. Beach opera-
tions initially were handled by the Shore Group Headquarters formed from
the 36th, 40th and 540th Engineer Combat Regiments, located respectively
at Alpha, Delta and Camel beaches.?* Each regiment was supported by va-
rious service units including a port battalion. These Headquarters con-
tinued operations at the beaches until the early part of September, when
the Engineers were needed in the forward areas. Therefore a detsachment
of the 6th Mobile Port, under the command of Colonel R.H. Clarksom, ar-
rived to take charge of beach operations, relying chiefly on the person-
nel of available por-t. battalion headquarters

The 6th Mobile Port formerly had operated at Casablanca and then

Naples before becoming assigned to take over port operations at Karseilles.
22

General ilarshall declares that by 18 August the beachheads were firm-
ly established. General G.C. larshall's Report on the ¥inning of

23 the War, OPQCito, Pe 370 '

Ibic.

2. History of the 6th Port Hgs., Vol. V, p. 3.

<RESIRIEED



It was due to the fact that most of the Port headquarters personnel was
required to prepare for forthcoming discharge of cargo and persomnel at
Marseilles that only a small detachment could be assigned to take over
from the Shore Group at the beaches. In view of this personnel limita-
tion each port battazlion headquarters temporarily was made responsible,
under the 6th Port, for operations at the beach to which it was assigned.
The change-over was facilitated by temporarily infiltrating port battal-
ion persomnel into each Engineer Regimental headquarters, which were
later withdrawn for assignment elsewhere.

For instance, on 5 September persomnel of the 360th Port Battalion
combined with personnel of the 40th Engineer Combat Regiment, and on
9 September the Regiment was released from further responsibility at
Delta Beach., At Camel Beach the combined groups worked together longer,
but for all the beaches operations ended during the month. The last to 1
close was Camel Beach, which finished unloading its last vessel on 28
September. By the following day all the beaches were cleared and the
6th Port made arrangements with the Navy to move the floating equipment
forward. On the same day 6th Port responsibility for the beaches ended,
and the Continental Base Section took control. The total discharge ac-
complishments at the beaches have been given above and need not be re-
peated,?> but it should be added that owing to the widespread area of
activity and attendant confusion of the original and subsequent beach
operations, a considerable amount of (T.C.) supplies was scattered about

and not recovered."26

25 It is worth noting that because of the rapid advance of the cambat
forces, troops were discharged in greater numbers than planned, and
cargo discharge was less than planned. Cf. Supplying the Combat
Soldier, op.cit.

Historical Kecord, SOLOC, Office of the Transportation Officer, p. 21. '“

26
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3ehabi1itat§;; and Operating the Port of uarseilles

The westward thrust of the zllied aArmies from the landing beacnes
caused them to pursue the German forces beyond Toulon and even Karseilles
without awaiting the capture of those cities. The first port obtained
in southern France was Port de Bouc, which fell to the French patriots
on 22 august. According to one historical account the Allied advance
had been so rapid and the German surrender effected so quickly that Port
de Bouc suffered comparatively 1ittle damage from German demolitione.
Destruction was sufficiently severe, however, to prevent the immediate
use of the port for discharge of Allied cargo. Shortly after the fall
of de Bouc, that is on 28 iugust, the German garrison at Marseilles sur-
rendered to the French invading forces, and on the same day the Germans
at Toulon also capitulated. During the planning period it was expected
that Marseilles would be captured on D plus 30, whereas actually the Ger-
men surrender occurred on D plus 13, Marseilles was potentially the most
important of these three ports, but it had suffered severe damage, SO
that North African theater authorities became concerned OVer how rapidly
and to what extent it could be prepared to receive 41lied military rein-
forcements and supplies.

Before the war Marseilles had been the principal port of France and
the largest in the Mediterranean, having both a large passenger and mer-
chandise traffic.28 During its last peacetime year of 1939 it had un-
loaded a peak figure of 4,280,800 tons of cargo. The port was sheltered
by a detached breakwater about three miles long, parallel with and 600

yards from the shore. This breakwater provided two entrances. The north-

27 Historical Record, SOLOC, Office of the Transportation Officer, p. be
28 pistory of the 6th Port, Vol. V, p. 16.
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er entrance gave access to the principal bssin ant was used b the
larger ships. The southern entrance provided ready access to the 0Old
Port (Vieux Port), one of the basins, and an area where, similar to the
area reached from the northern entrance, a large number of vessels could
anchor. The only disadvantage of the port was that during unseasonable

weather, rough water at the harbor entrances created hazards to naviga-

The port was supplied with an ample number of cranes (250 electric
or hydraulic cranes) for discharging cargo from vessels which docked at
any of its 121 berths. It also possessed a large number of quayside
railway tracks. Before the war, it wes not customary to discharge cargo
directly into trucks or railway cars, but trucks were loaded from the
transit sheds. One pier contained a passenger station which enabled
passengers to debark at first floor level and pass by covered ways to
the railway station. There were a number of bridges connecting various
sections of the port, and a transporter bridge across the entrance to
the 0ld Port.29 An ample supply of dock labor had been available in

with nearly ten thousand laborers registered although approximate-
ly 6,000 were customarily at work at any one time.

In their long retreat from El Alamein, the Germans had developed
fiendish methods of destruction, as the 6th Port which had operated at
the ravaged port of Naples had ample cause to know. Aiccording to a 6th
Port report, Marseilles was the German masterpiece, being more complete-

ly devastated than Naples. The only favorable factor was that due to
29

Destruction of these bridges provided the Germans with an opportunity
to delay Allied use of the port, an opportunity of which they took
full advantage.

RESTRICTED™ - 262 -

(



(

i LR LT G

s bl a gy
L v [ . gy

LTI e
?,“,..m.mﬂw&r. iy

the efforts of the French resistance group and the speed with which the
Allied invaders closed in on the Germans, Marseilles was not deprived
either of electricity or water as Naples had been. The fortumate sur-
vival of these services, however, was overshadowed by the destruction of
transportation facilities which the Germans had accomplished. All ware-
houses were blasted into junk; cranes were wrecked and tumbled into the
water; railway tracks were uprooted; every ships' berth was filled with
a tangled limbo of sunken tugs, barges and fishing boats; moles, jetties
and docks were dynamited. Of the bridges within the port, none was left
serviceable., The operating machinery for the bridge across the drydock
basin was completely wrecked. The road and rail entranceways to the
port and the piers were cluttered with rubble, steel and heaps of ruins.

nerman destructive technigues in the harbor preserted tremendous
new problems to Allied naval and engineer units. The enemy's thorough
job of blocking the harbor entrances, included techniques not previously
encountered. Instead of sinking ships crosswise of entry channels as
had been done at laples, at Marseilles the Garmans sank ships not only
athwart but parallel to the axis in the channel, ship on top of ship.
In one instance four ships were sunk side by side lengthwlse of the chan~
nel, completely filling it. In another nearby chamnel, three ships had
been sunk, staggered parallel, Elsewhere, as in the basins, ships were
sunk parallel to the entrance axis from one end to the other. All told,
75 large ships of 200,000 tons burden lay on the bottom of the harbor,
blocking all possible entrances.

In addition to this destruction, there were many umexploded charges

located along the quays, and hundred= of mines deposited in the harbor.
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Explosives 1ad deen ilaced beneath thne surface and back from the edge

of quays to blow the stone masonry out into the berths, and leave large
semi-circular craters. These quay walls presented the first problems of
construction. julldozers could not be used for filling the gaping holes
with rubble, since the rubble would merely settle into the harbor., A
supporting wall had to be built before any filling commenced.

4 survey of the rehabilitation task was undertaken promptly after
the city's capture by representatives of the U.S. Navy salvage force,
the 8th Fleet, the army Engineers, the Royal Navy salvage force and the
6th Port. After this survey it was believed that at least two weeks
would be required before Liberty ships could berth alongside a dock,

The 36th Combat Engineers hoped to shorten the period, but the estimate
proved to be substantially correct.

The 36th Engineers had been assigned to de-mine the land areas of
the entire port, unload three port repair ships and accomplish initial
dock repairs. They immediately set to work, and in the course of their
efforts removed 360 unexploded quay wall demolition charges, in addition
t.:: more than 5,000 mines of the 17 types found in the port and adjacent
areas. The extent of the danger may be judged by the fact that 39 per-
sans suffered casualties while handling mines.

The Engineers were assisted in the rehabilitation task by Navy con-
struction battalions. it the same time the U.S. Navy mine sweepers un-
dertook to clear the harbor of floating mines. 3alvage efforts were be-
gun simultaneously to open both the northern and the southern entrances
to the harbor, which received the first Liberty ship on 8 September.>°

X History of the éth Port, Vol. V, p. 10.
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On the day that this vessel was brought in, the 6th Port Headquar-
operating under the Coastal Base Section (later the Continental
Base Section), took over control of cargo discharge from the 36th En-
gineers. The port had arrived at Marseilles on 1 September, thus pro-
viding it with a week in which to prepare for carrying out its assign-

Ca the first day of operations, 1,219 tons of cargo were unloaded.
Unfortunately, it was not yet possible to utilize any of the berths which
bad been available prior to German destruction of the port. However, it
might be noted that within six weeks, the Engineers had made 45 avail-
able for use, and later others were rehabilitated.

A considerable amount of cargo discharge during the early days of
operation at Marseilles was effected at the beaches in the northern sec-
tion of the port. A total of three beaches was employed, and one of
them, called Martin Beach, continued in operation well into the spring
of 1945. These beaches served for the discharge of cargo and vehicles,
as well as persomnel from landing craft and Dukws, Statistics in thea-
ter historical reports cover only the debarkation of persomnel at one of
the beaches during September, but for the last two weeks of that month,
which were the first that the beach was utilized, 37,000 troops were dis-
charged from a total of 84 landing craft, transports and combat loaded
7988918.31

Meanwhile, the Engineers had prepared berthing space for one Lib-
erty and one coaster by 15 September. On that day the first ship, & Lib-
erty, docked and commenced to discharge its cargo. By 18 September six
more Liberty berths were available and within another three days a total

31
Tbid, Exhibit H.
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of eight Liberty and three coaster berths had been rehabilitated. Fa-
cilities continuved to be put in shape so rapidly that by the end of Sep-
tember there were 15 Liberty, 5 "half" Liberty and 5 coaster berths a-
vailable at Marseilles.>?

During the last week in September, the 6th Port discharged at Mar-
seilles, Toulon and Port de Bouc an average of approximately 5,000 tons
of general cargo per day.33 A factor in this discharge record was the
rapid acquisition of cranes to replace those destroyed by the Nazis.

The 6th Port had brought along four large cranes plus a 60-ton floating
crane from Naples. To these were added cranes used at the invasion
beaches and repaired French cranes, so that by October there were 39
cranes in use in the part and harbor of Marseilles.

BEarly in October the prompt clearance of cargo had become quite a
problem at the port. As a means of easing this problem, railway and
highway activities at the port were consolidated under the Port Clear-
Section of the 6th Port, and to insure coordination between truck clear-
ance at the port and delivery of cargo to the Armies, on 3 October Col.
R.H. Clarkson was appointed Transportation Officer of the (then) Delta
Base Section. On 20 September the truck strength of the Commnications
Zone, NATOUSA, was principally concentrated in the Marseilles area.
There were 18 Q.M. truck companies in operation, of which six were e-
quipped with Dukws. Incidentally, there also was an Italian POW truck
battalion engaged in hauling ammunition from the beaches. A month later

ES Historical Record, OCT (U.S.), AFHQ-NATOUSA, July-Sept. 1944, p. 30.

33 gistory of the 6th Port, Vol. V, p. 13. The theater Chief of Trans
portation, however, reports that the rate was 8,000 tons per day,
but the figure cited in the text above appears to be the more re-
liable. Historical Record, OCT (U.S.), op.cit., p. 30.
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the truck strength at Marseilles had beemn greatly increased in order to
meet the growing needs of port cleerance and the demands of over-the—
road deliveries. At that time there were eight regular Q.M. truck com-
panies, 10 truck companies activated from former anti-aircraft units, 10
Italian Q.M. truck companies, 5 French truck groups and a civilian driv-
er pool for the use of 213 Army vehicles and 131 civilian vehicles.
The total vehicle strength of these companies was 2,535. The deadlining
of vehicles, however, brought -the working strength down to only 1,670
vehicles. The deadline rates were 30 percent for U.S. truck companies
and 40 percent for French companies,

During October, every available vehicle was pressed into service
in clearing the port of cargo. Even horses and wagons were used, but
the backpiling increased to a dangerous point. During the first week
in October it became necessary to embargo additional sailings to Mar-
seilles from Jtalian and North African ports because of the confused
shipping conditions at Marseilles and the piling up of a backlog of car-
go. Another measure intended to increase the amount of cargo moved out
of the port area was adopted on 10 October, when the Communications Zone
Headquarters prohibited further long hauls of cargo by truck unléess ab-
solutely required. This policy was possible because by that time the
rail lines running north of Marseilles were able to carry an ever in-
creasing amount of freight.

Rail operations in southern France had begun on 24 August ,35 when

3% Historical Record, SOLOC, Office of the Transportation Officer, p.
23.

35 Four locomotives, six gasoline tank cars and a limited amount of
rolling stock were captured by D plus 10. Historical Record, OCT
(U.S.), AFHQ-NATOUSA, July-Sept. 1944, Appendix N.
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the meter gauge line began running forward from the beaches, but rail
operations at Marseilles did not begin wntil later. The destruction of
railway facilities had been so severe as to prevent quick use of track-
age in the port. However, an excellent yard was available at a nearby
station, the Gare Canet, and initially nearly all rail loading occurred
at that point. Fortunately, also, the railroad roundhouses at Marseilles
had been relatively undamaged, and a total of 30 locomotives with ap-
proximately 450 railway cars were found serviceable there.3 6 Moreover,
a sufficient amount of coal was located for the initial operation of
trains. By the end of September the capacity of the rail line from Mar-
seilles to the forward areas was approximately 5,000 tons per day. The
development of railway operations had permitted the inauguration omn 26
September of a& priority board for bidding on rail tonnage.

The rapid rehabilitation of railway lines was accompanied by the
fortunate discovery that tracks running north of Marseilles had not been
as severely damaged as had been expected. In fact they were in such
satisfactory shape that requests upon the U.S. for additional track ma-
terial were cancellend, and some of the trackage available in theater
depots was declared surplus and turned over, under lend-lease, to the
French rallroads in North Africa. However, the railway locomotive situ-
ation became critical. In addition to the French locomotives that had
been discovered intact, by the end of September the U.S. had delivered

37

to Marseilles 10 Diesel locomotives and two 2-8-0 locomotives. Ef-

forts were made to secure additional locomotives for the southern rail-

way from North Africa, from the U.S. and fram Italy, in order to over-

37 1via, p. 28.
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come the existing locomotive shortage.

Plans for the construction of new tracks for the port of Marseilles
called for 19 to be rebuilt during October, to supplement the 35 that
had been used during the first part of that month. Rehabilitation of
railway track proceeded rapidly in the port area and by 20 October 8
piers were served by rail lines. However, delays in operations resulted
from the fact that French crews were slow in switching cars, requiring
as much as three hours advance notice to effect a single switch. Scme
improvement in this respect was effected by maintaining a supply of emp-
ty cars at the storage tracks.

The Military Railway Service encountered difficulty in meeting the
demand for ammunition in the forward areas. Beginning 14 October spe-
cial ammunition received the highest priority, and during the next two
weeks 2,340 railway cars hauled 37,095 tons of ammunition to the Armies.
This program, however, held up movement of other cammodities, resulted
in labor difficulties, and was itself slowed up by frequent dera.ilments.38

The rail program met with an unfortunate disaster at one of the rail-
road yards in Marseilles, when on 29 September a fire of undetermined or-
igin destroyed 12 carloads of ammunition and 8 other cars loaded with
miscellaneous supplies. The fire also destroyed 19 empty cars, heavily
damaged 16 others and slightly damaged 14 more. Four imerican Army per-
sonnel and five civilians were killed in the disaster.

The necessity for relying on beaches at iarseilles for the discharge
of personnel was partly overcome on 20 October when four personnel berths

became available, and were fully employed. Following the method used at

38

History of the 6th Port, Vol. V, p. 1.
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across the upper side of sunkem ships. To facilitate the rapid debarka-
tion of personnel, their baggage was discharged from the ships to light-
ers, and the segregation and dispatch of the baggage took place at one
of the port beaches.

One of the early problems faced by the 6th Port at iarseilles du-
plicated a problem it had encountered at Naples, for the best dock work-
ers had been taken as prisoners of war to Germany, and the remaining
laborers suffered from lack of sufficient food. n
laborers were hired by the thousands.39 4As the demand for workers in-
creased and no more were available, the Port called for and received

Special arrangements were necessary
for paying the French workers, and it was found expedient to place them
under French control. This latter step was taken partly to meet the de-
sires of French government officials and partly to build up a favorable

Reference will be made
later to the increase in the number of workers employed at the port of
Marseilles.

Initially another minor problem resulted from the fact that the
electric light service of the port, as distinct from the city proper,
had been destroyed. With the assistance of French officials who pro-
vided the underground cable system and additional linemen, the Port Sig-
nal Section erected eight generators at strategic points, and strung the

necessary wires, thus providing a satisfactory lighting system.

20
27 +maia
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Operating the Sub-Ports of Marseilles

While lines of communication to northern France were being rehabil-
itated and operations inaugurated at Marseilles, the satellite ports of
Toulon and Port de Bouc also were brought into use. Port operations
were begun at Toulon on 20 September when seven full-sized cargo ships
were berthed and the discharge of cargo commenced.‘o Apparently some
of this discharge included foodstuffs for civilian use, but 6th Port
stevedores unloaded only military supplies. Vehicles also were unloaded
at the port and promptly driven away because the drivers had accompanied
the vehicles. Surplus troops that arrived were loaded on organizational
vehicles or, if not vehicles were available, remained aboard ship for
debarkation at liarseilles. The French naval detachment at Toulon as at
larseilles was tireless in its efforts to assist Allied military activ-
ities. Additional facilities were provided when a Navy CB (Construction
Battalion) detachment reconstructed some of the damaged finger piers and
berths for the discharge of cargo. It should also be noted that the U.S.

Navy salvage organization assisted in removing sunken ships from the har-

By 31 October the 6th Port detachment was removed from Toulon and
the French took command of the port. Thereafter it was used primarily
by the U.S. Navy, and by the French for receiving civilian foodstuffs
and supplies.

Operations at Port de Bouc were slow in getting started because it
had received second priority on reconstruction. A smell detachment of

6th Port men sent there to operate the port in early September, found
49 114, vol. v, p. 18.
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the dock area heap of rubble and twisted iron with brick debris, broken
down cranes, sunken ships and oily waters adding to the scene of destruc-
tion. In the city fires continued to smoke and burn in many sections,
although the retreating Germans had left there several days before.41
Three principal projects occupied the Navy salvage and Engineer rehabil-
jtation groups in the port and harbor. A sunken tug blocking one pro-
spective berth had to bé refloated; and cranes which had been blown into
the water were raised in order to create space for berthing three ships.
Of course, the necessary amount of mine sweeping in the harbor also was
required. By 30 September four Liberty berths had been made available
at Port de Bouc, and the 6th Port detachment was discharging 3,000 toms
of cargo daily.4? Later, that is February 1945, five full Liberty
berths had come into use. By the end of the following March there were
nine available.

In an effort to supply urgently needed cargo to the Armies in the
forward area, more ships had been brought into de Bouc than could be
discharged and cleared rapidly. Consequently, during October, as at
Marseilles, port congestion and a backlog of cargo developed. In order
to remedy this situation, cessation of cargo discharge was ordered for
a 72-hour period so that the backpiling of 10,000 toms of supplies could
be cleared up. ¥hen this backpile had been reduced to 2,000 tons dis-
charging was resumed. The record of cargo discharge at Port de Bouc,

which it will be recalled was used primarily for the discharge of bulk

a Ibid, Vol, VI, p. 22. However, at Port de Bouc storage capacity was
found intact for 1,250,000 barrels of petrol, and for crude 0il in
excess of that amount.

42 pistorical Kecord, OCT (U.S.), AFHQ-NATOUSA, July-Sept. 1944, p. 25.
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POL products because of the excellent storage facilities, is reflected
in the following tabulation:43

U.S. Army Cargo Discharged at Port de Bouc

Month General POL Totalu‘
September 36,837 38,558 75,404
October 51,481 70,070 121,599
November 62,817 79,650 142,467
December 34,124 96,788 130,912
January 10-1,969 ]-18,554 160’655
February 52,873 83,348 147,935
March 65,658 162,245 238,533

The Later Stages of Operation at Marseilles
During November 1944 Marseilles achieved a record discharge of

486,574 long tons of cargo (including the weight of vehicles discharged),
a record that was never again equalled. For all southern French ports

the discharge during November amounted to 636,575 long tons of cargo, a

45

record not surpassed until March, when 708,799 tons were unloaded. Ac-

cording to 6th Port historical reports, the failure to maintain the No-
vember record at Marseilles, which meant a failure to utilize the full
discharge capacity of the port, was attributable to a lack of ships for
discharge and a lack of 't.x'anspor‘l:.a:bion.46 The shortage of transporta-
tion was a serious handicap in both northern and southern France, con-
tributing to, although not wholly responsible for, a shipping congestion

during the latter part of 1944 and the early part of 1945, at all Euro-

43 Ristory of the 6th Port, Vol. VI, Exhibit D.

4 me total includes the weight of coal and vehicles discharged, as
well as general cargo and POL.

45 fhe fact that discharge at all French ports reached a peak figure
during March 1945 is accounted for largely by the discharge of
162,245 long tons of POL products during that month, all of it at
Port de Bouc.

46 History of the 6th Port, Vol. VI, p. 5.
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pean ports operated by U.S. forces. The record of Marseilles in clear-
ing up the congestion, however, was better than that of northern Euro-
pean ports, as a later chapter of this monograph will emphasize.

Progress in the methods of operating at the port of Marseilles was
made possible by the continued increase in the number of available berths.
By 31 March 1945 there was a total of 68 berths in use, including those
for Liberty ships, "one-half® Liberty ships, coasters, persomnel ships
and tankers. Ultimately, it was possible to twrn over six piers and the
0ld Port area to the French for handling civilian foodstuffs and supplies.
This division of the port was effected by 1 March 1945, and it left 12
piers for large ships and the beaches for 6th Port operations.l‘v During
the month following the new arrangement, 71,699 tons of cargo were dis-
charged for civilians, bringing the total amount of civilian cargo dis-
charged since November 1944 to 2,264,717 long tons.

Port operations also were improved in December 1944 by the tempo-
rary assignment of a detachment from the 3rd Port, formerly operating at
Oran. Furthermore, the number of cranes and the amount of available
port equipment continued to increase, although shortages in such equip-
ment persisted. By the end of December 1944 71 cranes were available
at Marseilles and these later were supplemented by a 150-ton French
owned crane and a 1l00-ton U.S. owned "Atlas" crane, transferred from

48

Naples. Occasionally, discharge of heavy-1lift cargo was assisted by

47 Ibid, p. 7. The only limitation placed on French operation of their
section of the port was that when military unloading necessitated
it, the southern or French section would be placed at U.S. Army dis-
posal.

Kk 30-ton floating crane towed from Naples capsized and sa.nk when only
nine miles from Marseilles,

48
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the arrival of a British crane ship, which by itself was able to place
ashore locomotives and railway rolling stock carried aboard., The ex-
tent of the utilization of other port eguipment is indicated by the re-
port of 37 fork 1ift trucks and 10 tractors repaired at the port during
November 1944.

The need for harbor craft, including tugs and barges (both powered
and dumb barges), was met by requisition on the U.S. and transfers fram
other ports in the theater. During 1944 knocked-down barges were re—
ceived at Naples, assembled there and towed to southern France. For
example, 36 100-ton Quonset barges were received during September, and
18 arrived in October. Later these were towed to Marseilles. Towing
operations received a slight setback during the fall when one of the
four large tugs employed between Italy and southern France capsized and
sank., Later Marseilles took over its own work of assembling cranes and
barges. The assembly and repair of marine equipment was materially
aided by the arrival during March of the 107th Port Marine Maintenance
Campany.

In respnse to requests from French officials during January, the
6th Port worked out new contract forms for hiring French port workers,
Placing the latter under French supervision. This was intended to pre-
vent strikes and avoid dissension and delays. A new method of feeding
civilian dock workers also was worked out in January 1945, so that in-
stead of preparing hot soup and biscuits far the noonday meal, unprepared
rations were given to the French authorities, and they provided for cook-
ing and distributing the food. An indication of the types of port labor

employed is found in the statistics for the month of January 1945, when
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the aily average number of workers was: 5,775 U.S. troops, 6,346
French civilians, 4,806 POWs arc 1,191 Indo-Chinese.%?

The presence of a large number of foreign workers complicated thse
problem of preventing pilferage at the port. The black market was par-
ticularly active in France wd the assignment of only three MP companies
to the Port was insufficient t provide the protection necessary for
thwarting diversion of military supplies into black market channels. Ar-
rests in the Port area numbered only 600 in October, but rose to 1,744
in November and continued at about the same rate in succeeding months,
Most of these arrests were civilians and the largest number were charged
with pilfering. Even the erection of 30 miles of high fencing did not
greatly reduce the amount of military goods pilfered.

Repair, rehabilitation and construction work at Marseilles included
the erection.of 400 poles by the Port Signal Corps to improve the light~
ing system, and the repair by the Port Engineers, largely through paving
with asphalt or stone blocks, of 19 miles of road within the port area.

Furthermore, 37 miles of the 54 miles of railway track located in the
port area had been restored by March 1945,

During 1945 the port area witnessed the assembling of many railway
cars, through the work of the MRS Railway Shop Battalions. A critical
car shortage had developed during the first months of 1945, but the re- |
ceipt of a large number of unassembled cars from the U.S. and their e- '
rection at Marseilles, had greatly aided in relieving the deficiency by
1 April 1945.%° | |

49 1pi4, Exhibit a. f
50

Ibid, pp. 12-13, j
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One factor which assisted administrative efforts at Marseilles was
the reorganization of the Headquarters & Headquarters Company from a
Mobile Port to a Major Port (Overseas). In response to a request fram
the Port Commander, Colonel Clarkson, Headquarters, ETOUSA, approved the
reorganization on 4 April 1945, thereby increasing the supervisory
strength of the unit by 20 officers.”l Under the new setup, the 6th
Port Headquarters consisted of 112 officers and 404 enlisted men. The
benefit from the reorganization had been partly offset, however, by the
necessity for meeting the urgent demand for enlisted men as infantry re-
placements. A request for such persomel first came during February
1945, and by the end of March, 14 percent of the then enlisted personnel
strength had left for the Infantry training school. Most of these men
had served with the 6th Port for 3% years, and though for the most part
they were replaced by limited assignment personnel, the replacements had
received little experience in port operations and so had to be trained
by the Port in their new duties.

Before concluding this account of operations at Marseilles, it is
pertinent to call attention to the embarkation of personnel that occurred
throughout the period of the European campaign. Embarkations had begun
during September 1944, when 13,587 persons sailed from the port.52 Dur-
ing the next month 40,101 persons embarked, and subsequently the monthly
rate through March 1945 varied from approximately 13,000 to 25,400.

These embarkations, embracing personnel of many types which included

51 Tvid, pe 4e

History of the 6th Port, Vol. V, Exhibit I-1l. This figure differs
substantially from that found in Ibid, Vol. VI, Exhibit G-2, from
which other statistics mentioned above are taken, except the 40,101
for October.
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Army and Navy personnel, PON and repatriates, were but preliminary
to the flood of embarkations that developed at the close of the war in
Europe, for on V-E Day Marseilles served as one of the principal Euro-
pean ports for personnel departures for the Pacific theater and the zone

of interior.

Transportation Organization in Southern France

Military administration of the Allied forces in southern France
underwent a number of significant changes after D-Day, until the area
had been completely incorporated in the European Theater of Operations.
As already explained, mounting the invasion force and reinforcing and
supporting it were carried out by the North African Theater of Opera-
tions under the Mediterranean Supreme Allied Commander. The North Af-
rican Theater (NATOUSA) continued to command the invading forces as they
advanced into Germany, until September 1944, when the Sixth Army Group
was brought under the control of the Supreme Allied Commander of the

Logistical support for the Sixth Army Group, however, remained
the responsibility of the Service of Supply, NATOUSA, until the follow-
ing November. At that time, the administration of the base sections in
southern France was shifted from SOS, NATOUSA (which had been redesig-
nated Comzone, MTOUSA), to a newly activated Headquarters, Southern Line
of Communications (SOLOC), that was placed under the control of Head-
quarters, Comzone, ETOIBA.53

A final change occurred in February 1945 when Headquarters, SOLOC,

53 Strictly speaking, SOS activities in southern France had been ad-
ministered by Headquarters, Comzone, NATOUSA, idvance. Historical
Record, OCT (U.S.), AFHQ-NATOUSA, Oct.-Dec. 1944.
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was abolished and the base sections of southern France were placed in
the same relation to Comzone, ETOUSA, as the other base sections in the
theater. At the same time personnel of Headquarters, SOLOC, were dis-
tributed throughout the Comzone and some of the distinctive features of
the SOLOC organization derived from the Headquarters organization, NA-
TOUSA, were abolished, These successive changes, with emphasis on the
transportation organizations, require more detailed explanatiom.

In August 1944 the Supreme sllied Commander in the Mediterranean
area functioned through an Allied Force Headquarters (AFHQ). As ex~
plained in a former chapter, one of the general staff sections of this
headquarters was a combined British-American unit called G-4, Movements
and Transportation, because it was headed by the principal British Move-
ments officer and the U.S. Chief of Transportation for supervising prac-
tically all Allied transportation activities. -The U.S. Chief of Trans-
portation was Brig. General G.C. Stewart, who at that time also served
as Chief of Transportation of the U.,S. theater organization (NATOUSA)
and transportation officer of the U.S. theater Service of Supply. In
effect, Brig. General Stewart headed a single staff, although he held
three positions and a theoretic distinction was made between personnel
serving in the OCT (U.S.), AFHQ, and Combined Office of the Chief of
Transportation, NATOUSA, and the Office of the Transportation Officer,
S0S, NATOUSA. 4

The further distinctive feature of the transportation setup in the
Mediterranean area was the British-American Office of the Director Gen-
eral, Military Railway Service, which was attached to AFHQ (specifically

54 U.S. Army Transportation and the Italian Campaign, op.cit., ppe.
113£ff.
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to the Chief Administrative Officer) and had no direct responsibility
to G-4, Movements and Transportation. Since the Director General was
an american officer, Brig. General C.R. Jiray, Jr., on U.S. Army matters
he was responsible to the Deputy Theatir Commander, NATOUSA. Further-
more, unlike the Director General, 2nd MRS, in the ETO, Brig. General
Gray supervised railway construction and rehabilitation work and was re-
sponsible for the procurement of railw.y supplies and equipment, although
the requisitions on the U.S. for such saterial were coordinated with the
supply organization of the OCT (U.S.), .FHQ. These distinctive features
of the Office of the Director General obtained during the period when
Brig. General Gray's organization moved into southern France to support
the Allied invasion there, until a reorganization of the lst MR3 oc-
curred in February 1945.

From the several organizations described above, various echelons
were drawn to support the invasion of southern France, and a Coastal
Base Section was organized at Naples prior to D—Day.55 This Coastal
Base Section, operating under SOS, NATOUSA, took over from the 7th Army
supply operations at the beaches on 4 September. As a matter of fact,
some of the personnel of the base section had formed a part of the beach
control group since D-Day. The base section headquarters moved to Mar-
seilles as soon as that city was captured, and on 8 September became op-~
erative there. Two days later it was redesignated Continental Base Sec-
tion, and then began full operations as a base section.

The rapid advance of the Allied armies northward to the Rhone Val-

ley required the support of a base section organization in the forward

55 Historical Record, SOLOC, Office of the Transportation Officer, p. 4.
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areas, so on 26 September Continentil Base Section was redesignated Con-
tinental advance (CONaD) Section, effective 1 October. The order au-
thorizing this change also activated the Delta Base Section to take over
control from the former Continental Base Section in the XMarseilles area.
On tne day that it was activated, CONaD established headquarters at Dijon,
France.

Prior to this tine, that is on 12 September 1944, the idvance Sec-
tion of SCS, MATOUSA, knowvn as SOS, HATOUSA, Advance, established head-
quarters at Lyon. The transportation persomnel for this headquarters
were drawn from the OCT (U.S.), AFHQ. Incidental changes might be noted,
in that during October S0S, NiTOUSh, Advance, became Comzone, HTOUSA,
and changed its headquarters location to Dijon. Furthermore, on 19 Oc-
tober new boundaries were established between CONAD &and Delta Base Sec-
tion, making the latter one of the largest base sections to be estab-
lished on the Continent.0

These changes were preliminary to the order of 3 November which au-
thorized the formation of Headquarters, SOLOC. The latter headquarters
became operational 20 November, campletely separating the control of op-
erations in southern France from the xediterranean Theater of Operations.
Maj. General T.B8. larkin, former Commanding General, 50S, lATOUSA, was
placed in command of Headquarters, SOLOC, and Brig. General Stewart be-

came the Transportation Officer of that organization. 57 The Transpor-
% -

Historical Record, OCT (U.S.), AFHQ, Oct.-Dec. 1944, p. 1. The for-
ward boundary of CONAD was the rear boundary of the armies and the
forward boundary of Delta Base Section was the northern boundary of
the French departments of Ain, Rhone, Loire and the northwest bound-
ary of Allier.

57 He also is referred to occasionally as the Chief of Transportation,
S0L0C.
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tation Section, SOLOC, was staffed by 23 officers and 39 enlisted per-
sonnel, drawn from Brig. General Stewart's former offices. Since Head-
quarters, SOLOC, was no longer a combined staff, Brig. General Stewart
was made responsible only to the Commanding General, SOLOC. Neverthe-
less, he organized his office along the lines that he had developed for
the OCT (U.S.), AFHQ. All sections, except the Planning Branch were
placed under either an operations or an administration branch (as shown
in the accompanying chart), and they continued to exercise much the same
sart of authority that they had in the lediterranean theater.

It is interesting to note that in the absence of a War Department
directive prescribing the duties for a Transportation Officer, Headquar-
ters SOLOC itself itemized his general duties.’® These duties included
acting as adviser to the Commanding General and his staff on transporta-
tion matters; representing the Commanding General for transportation
matters on planning and executive staff committees, on boards and at
meetings on transportation matters; exercising technical supervision of
T.C. facilities, activities, installations and troops, except the MRS
and MRS troops; coordinating T.C. activities between the Advance and
the Base Section; and exercising control over transportation requests
placed on RS to insure that the capacity of MRS was not exceeded.

It will be noted that in contrast to the position of the Chief of
Transportation, ETO, the Transportation Officer, SOLOC, had no authority

over the jilitary Railway Service, because the Director General, Wili-

58 The SOLOC order describing tnese duties is found in Historical Rec-
ord, SOLOC, Office of the Transportation Officer, Exhibit E. This
order states that the general functions of the transportation offi-
cer will be those given in Chapter I, Section III, Field ifanual
101-5, Staff Officers Fielc ianual, but that no specific duties are
mentioned therein.
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tary Railway Service, was made responsible direct xmanding
General, SOLOC. However, the Transportation Section was authorized to
make allocations of rail 1lift to various users, through periodic Prior-
ity of Lovement POM) meetings. The allocation of ghipping for the de-
livery of supplies from the U.S. to SOLOC was a function of ETOUSA, but
‘the procurement of shipping for inter-Mediterranean or coastal movsments
became a function of the Transportation Sectiom, s0L0C.% e movement
of motor vehicles between base sections, or between CONAD and Army areas,
was controlled and coordinated by the Transportation Section, The rou-
tine movements of personnel by air within, into or out of SOLOC were ar-
ranged by base section commanders and local air transport officers, but
the Transportation Section, SOLOC, retained authority for determining

60 This meant

what freight shipped by SOLOC agencies would move by air.
that it handled all matters connected with air shipments out of or into
SQLOC territary.

The Transportation Corps troop list set up for the Dragoon Opera-
tion by the OCT (U.S.), AFHQ-NATOUSA, appeared to be adequate for the
limited assigmment originally given the invading forces. The list sched-
uled for movement from Italy during August and September is shown in the
tabulation below:®l

T. C, Troops Moved in August or September

2 qu & Hq. DetSQ, Q.M. m‘mp

9 Hq. & Hq. Dets., Q.M. Battalion (Mobile)

32 Q.M. Truck Companies (12 companies equipped with Dukws)
4 Amphibian Truck Companies

59

Ibid, p. 6.
60 s P

Ibid, pp. 6-7.
Historical Record, OCT (U.S.), AFHQ-NATOUSA, July-Sept. 1944, p. 18.
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7 Hq. & Hq. Dets., Port Battalion
28 Port Caumpanies
1 Hq. & Hq. Company, Port (Mobile)
2 Q.M. Car Campanies
2 Staging Area Companies
1 Regulating Company
1 Movement Control Company
2 Hq. & Hg. Det., Q.M. Battalion (llobile) (Italian)
8 Q.M. Truck Companies (Italian)

In addition, the Military Railway Service scheduled a number of
troop units which were to be taken off their assignments in Italy for
operating the railroads in southern France. This list included the 703rd
Railway Grand Division and the 713th Railway Operating Battalion which
had moved to southern France before 1 September. During the latter month
the 727th Railway Operating Battalion, Company "A" and the 759th Railway
Operating Battalion, a detachment of the 788th Base Depot Company, an:
advance echelon of the 79th M.P. Battalion and the staff of the Office
of the Director General, MRS - Allied Force, moved to southern France

, 62
during September.

These troops proved inadequate to the necessities of the situation
in southern France, partly because the area in which the invading forces
were expected to operate expanded over that originally assigned. As dis-
cussed previously, there was need especially for additional motor trans-
port units. In meeting demands prior to 1 January, additional units were
drawn from the Mediterranean theater, principally Italy, although some
were secured from North Africa, from the ETO and from the U.S. By 1
January 1945 the European Theater had supplied a total of 7,412 addi-
tional Transportation Corps troops. The types of units to which this

personnel was attached are not described in the theater historical re-
62

Historical Record, lst MRS, Sept. 1944, pp. 1l-2.
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ports. called that additional T.C. strengu
by activating units composed of personnel from former anti-aircraft
units and that onsiderable reliance was placed on French civiliar

workers and soners of war.

Hichway Overations

Q.M. truck companies brought into southern France were laced under
the command either of the base sections or of the irmies. Not wntil 15
October was control of motor movements centralized in the Comzone, NA~
TOUSA, Advance detachment. Thereafter all convoys passing between base
sections to the Armies were cleared by the highway group of the Trans-
portation Section of this detachment.

In addition to the intensive activities comnected with the port
clearance at Marseilles, there were certain other outstanding motor
transport accomplishments during the early period of operations in south-
srn France. For example, until a bridge could be restored near Sisteron
on the rail line rumning north from the beaches to Grenoble, a 24~hour
truck shuttle operation was inaugurated and operated with great success.
During the same period the principal highway route from the coast to the
forward areas passed through Grenoble. This route, although it passed
through the mountainous area south of Grenoble, was capable of carrying
the required amount of motor traffic, largely due to the speedy and ef-
ficient work of the Corps of Engineers in repairing strategic road
bridges.63

At an early date two Movement Control organizations were given su-

pervision over motor traffic in the coastal and Army areas, but they

63 Historical Record, SOLOC, Office of the Transportation Officer, p.
22,
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were able to accomplish little because of the long expanses of road.

The roads of southern France were found to be in satisfactory condition,
although dry weather created a considerable amount of dust as the amount
of trucking increased. Mild weather also permitted bivouacking at al-
most any point. To supply motor vehicles to appropriate areas proved

to be one of the principal difficulties encountered.

About. the first of October through traffic to the Armies was di-
verted from the Grenoble route to the Rhone Valley route. This action
eliminated hazards encountered in the mountainous areas and separated
American and French traffic, since French traffic continued to utilize
the Grenoble route. By the time of this shift Movement Control had be-
gun to function at Marseilles and had established traffic posts as a
number of northern cities. Reliable statistics for the amount of truck ‘!’
movement during this period are not available, but a check of the traf-

fic control post at Sisteron on 20 September revealed that 800 trucks

passed through during the 24-hour period, bound north for Army dumps. .
By 4 November Movement Control office of the CONAD Section was es- ?

tablished at Dijon, and within a short time interbase section movements

came under the control of the Transportation Section, SOLOC.&

Further
progress in motor transport resulted from the effort to increase the
driver strength of all units operating in the SOLOC area. Initlal steps
to accomplish this were taken during the period of control under the
North African Theater of Operations and were contimued thereafter. On
10 November, an ETOUSA directive permitted 45 extra drivers for each

Q.M. truck company, but to a certain extent the directive could not be
64

Ibid, p. 23. ‘ b
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priorit given tc
and the driver reinforcements.
1944 the over-the-road vehicle strengt \arT.

ows: at Marseilles 2,659

ig 6th Army Group, 2,333 ve
£igur e military, French military, civilias op—
erated v 11cies. Subsequently, the number of vehicles avail
considerably increased, for on 10 December the Delta Base trur strength
at Marseilles hit a peak of 3,200 vehicles. The number tended to fluc-
tuate thereafter, those assigned to Delta Base being reduced and those
under A considerably increased

DIrrespectd of the number of vehicles, effectiveness of truck
moven was enhanced early in December by the arrival of the 10-ten
gemi-trai sr and 5-ton tractor vehicles for twelve truck ccm;’asn:l.es.é5
This equipment had been planned for and requisitioned during august 1944
by the Chief of Transportation, NATOUSA.

The necessity for increasing the number of trucks in the CONAD sec-
tion, the capacity of rail lines from the coastal area northward in-
creased, resulted in the establishment on 30 January of a pool of ap-
proximately 1,000 vehicles at Dijon. Rail lines were operating north
of Dijor but were unable to forward the tonnage required by the Armies,
This pool was formed in part from four truck companies equipped with the
standar 23-ton trucks and six companies equipped with 10-ton semi-
trailers and tractors drawn from Delta Base Section; six additional com-

panies equipped with 10-ton semi-trailers and tractors weres 4 iwn from
65 Tbid, p. 24.
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other Comzone, ETO sections. Operations of this truck pool continued
until the rail capacities increased sufficiently to supply troops with

all requirements.

Railway Operations in Southern France

The inauguration of railway operations at the beaches and at Mar-

seilles have been described, but it is appropriate to add a short dis-
cussion of 1lst MRS activities northward from the coast. As previously
mentioned, within two days of the landings in southern France, the

Seventh Army had placed in operation a4 narrow gauge railway line from

Frejus, near Delta Beach, to St. Maxime. Two days later three trains

66

began operating daily between these two poin‘os.o " Shortly thereafter
a standard gauge line was put in operation from St. Raphael (Camel
Beach) westward to aix en Provence, with a capacity of 3,500 tons per
The line from Aix northward to Grenoble was found operable, ex-
for the bridges across the two rivers near lieyrargus and Sisterom.
Tt was in this area that a truck shuttle service was established for a
but by 9 September a bridge, incapable of bearing a locomotive
but strong enough for loaded railroad cars to be pushed across, was e-
rected across one river. A week later a bridge was completed across
the adjacent river, and so a through line, with a capacity for 1,500
tons of freight a day, was opened to Grenoble.
Mearwhile, personnel of the MRS had been surveying the rail lines

in the Rhone Valley. Two double track lines ran on either side of the

Fhone River, and they were found to be practically uhdamged , except for
the destruction of all bridges. The Engineers and the Company "A" troops

66 Idbid, p. 20
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battalions restored the bridges on the east
dver first, and by 25 September a line was open from the
coast t This line had an estimated capacity of 3,000 tons per
renc, 1ine to Grenoble had an equal capacity. &bout the
sam¢ tation Section, SOS, NATOUSA, Advance, held its
first Priorit; of Movement (POM) meeting and received bids totalling
8,433 ons to be moved each day during the following week. However,
bids could be accepted for the movement of only 4,923 tons a day.
Meanwhile, that is om 15 September, the Office of Director General,
MRS - Allied Force, had been set up at Lyon, and with the arrival of a
large portion of the remainder of his office, it prepared to supervise
directly the rail operations to the Sixth Army Group. For a time the
Director General retained authority over railway operations in Italy as
well as in southern France, but by November he confined his attentions
solely to operations in France. He speeded the rehabilitation of rail-
vay lines and endeavored to secure additional rolling stock and motive
power to meet the ever increasing demands for railway movemen‘t.s.6
As the rail capacities increased, bids and acceptances for movement
of freight by rail kept pace. By 4 October accepted bids totalled 8,350
tons per day. Within another week they had risen to 12,000 tons, and by
16 Novenber they had increased to 14,000 tons per day. With the forma-
tion of SOLOC Headquarters in November, the Rail Group under the Trans-

portation Officer, SOLOC, took control of preparing the bids for the
67

General J.L. Devers, Commanding General, Sixth Army Group, has testi-
fied personally to the speedy rehabilitation and effective operation
of railway lines in southern France. Address to the American Mili-
tary Institute, 3 June 1946.
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movement of all freight by rail.68 By 26 December bids were accepted
for the movement of 15,000 tons of freight per day.

As previously mentioned, one of the handicaps to expanding railway
operations was the lack of locomotive power. A large portion of the sup-
plies ordered by the MRS for operations for the invasion had been re-
ceived by the end of 1944. That portion which was not received included
locomotives and track material. Of the original ten 65-ton Diesel en-
gines and 87 standard steam locomotives ordered, all of the Diesels had
been received by the date mentioned, but only half of the steam locomo-
tives. To offset this deficiency, locomotives were obtained from North
Africa and Italy, but the supply still was inadequate.69 During January
the locomotives previously undelivered from the U.S. were landed at Cher-
bourg by the Seatrains LAKEHURST and TEXAS, and when the locomotives had
been placed in operation, they considerably eased the power situation in
southern France.

Unfortunately, the excellent inland waterwaysiuf southern France
could not be used to any large extent for moving military cargo. Ini-
tially, the Rhone River and its tributaries were unserviceable because
of demolished bridges which blocked barge passage. Then as winter closed
in, many of the waterways became frozen, and the spring thaws caused ex-
tremely high waters which prevented navigation. The principal accom-
plishments of the inland waterways of southern France appear to have

been the movement of a few hundred tons of cargo a day for port clear-

68 Historical Record, SOLOC, Office of the Transportation Officer, p.
20.

69 Fifty-five locomotives were received from North Africa, and 50 were
received from shipments destined for Italy but diverted to southern
France.
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ance out of darseilles and Port de Bouc

In concluding the present discussion of operations in southern
France it is appropriate to note the commendation forwarded the Command-
ing General, SOLOC, from Lt. General Lee, Commanding Generai, Comzone,
ETO.70 In this commendation he stated that the accomplishment of SOLOC
‘in the support of field forces in the Army had been magnificent and con-
stantly set a high standard for the entire Comzone. He added, "SOLOC
has constantly unloaded many more tons per ship per day than the rest
of the theater." The commendation concluded on a prophetic note stat-
ing that the consolidation of SOLOC with the Headquarters of Comzone,
ETOUSA, would tone up the Comzone structure, making all the more certain
an outstanding performance in the continuation of the supply and support

of the American forces in the theater.

7 Ivid, Addenda.
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CARGO DISCHARGED BY THE U.S. ARMY AT MARSETLLES,

P A A A A A e e

8 Sept. 1944-31 Mar, 1945'%

(Long Tons)
No. of ]
Vehicles Coal POL Total Vehicles j
Sept. 1944 110,689 32,798 2,810 1,163 147,460 8,362
Oct. 307,344 81,525 15,496 44,862 449,227 17,578
Nov, 417,139 46,147 7,011 6,277 486,574, 10,053 :
Dec. 403,781 32,777 30,886 5,57‘ 473;01-8 5,324 ]
Jan. 1945 306,095 22,016 16,229 7,447 351,787 3,276 :
Feb. 320,035 90,08, 39,990 20,701 470,180 14,781
Mar. 297,918 139,424 28,587 - 467,180 23,140 {

Totals 2,163,001 454,771 141,009 86,024 2,846,056 82,514

T gistory of 6th Port, Vol. VI, Exhibit B. i

L7
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CARGO DISCH4RGED BY THE U.S. ARMY AT ALL SOUTHERN FRENCH PORTS,

8 Septs 1944-31 kar. 194572
(Long Tons)

No. of
General Vehicles Coal POL Total Vehicles

Sept. 1944 150,967 56,436 2,810 39,721 249,934 14,207
Oct. 387,590 1%4.808 15,496 114,932 624,326 210,242
Yov, 484,292 56,299 7,011 86,973 536,575 10,104
Dec. 437,905 32,717 30,886 102,362 603,930 55324
Jan. 1945 348,064 22,148 16,229 125,279 511,720 3,316
Feb. 373,558 90,180 50,958 104,049 618,745 14,771
Mar. 366,759 139,325 _39,219 162,245 708,799 23,140

Totals 2,549,135 503,973 162,609 735,561 3,952,529 95,104

7 Tbid, Exhibit B-8,



